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Isthmian Steamship Lines 


ISTHMIAN STEAMSHIP COMPANY 
General Offices: 50 Trinity Place, New York, N. Y. 


Branch Offices: 


Herald Building, SYRACUSE, N. Y. Rockefeller Bldg.,. CLEVELAND, OHIO. Union Trust Bldg., CINCINNATI, OHIO. 
Marine Trust Bldg., BUFFALO, N. Y. 


DIRECT STEAMER SERVICE 


From New York, Philadelphia, Boston, Baltimore, New Orleans, Galveston, Houston, 
Mobile and Pacific Coast Ports 


To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports 


Also INTERCOASTAL SERVICE 
New York, Baltimore, Philadelphia, Boston, Portland, Norfolk, and other Atlantic and Gulf Ports, to 


San Diego, Los Angeles Harbor, San Francisco, Portland, Seattle, Vancouver, etc., and return to 
New York, Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers. 
Bi-monthly Service to and from Honolulu without transshipment. 


For particulars, rates, sailings, etc., apply to Isthmian Steamship Company, 50 Trinity Pl., N. Y. City, or to 


NORTON, LILLY & COMPANY, General Agents—New York, Chicago, Detroit, Philadelphia, Baltimore, Norfolk, Newport News, Boston, 
New Orleans. Mobile, Cristobal, Balboa, San Diego, Los Angeles, San Francisco, Portland, Seattle and Vancouver. 


E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom) 


These days, it’s pretty nice to have 


“Well, Mr. Gilkus,’’ says your salesman’s So, then, consider this strategically 
prospective customer, ‘‘it’s like this: I like located terminal from the standpoint of 
your goods, and your price is O.K., but your distribution requirements. Central 
you’re too far away. I’ve got to buy in location, modern facilities for every kind of 
smaller lots and get quicker delivery; so I handling, all types of storage, no charge for 
must do the best I can nearer home’’. switching —these, plus a thoroughly trained 

Right there, it’s pretty soft for Mr. Gilkus and alert terminal organization, are all at 
—or whatever your salesman’s name is—if your disposal here. Use them. 


he can say, ‘‘I can guarantee that th, goods 
will be in your hands day after tomorrow’’. 
It means the order in many cases, and it’s 
the result of the simple, modern expedient 





Terminal Warehouses of St. Joseph, Inc., 
warehouse receipts are negotiable, and 
bankers accept them as collateral. 


of storage in transit or of locating stocks Write for full particulars regarding our 
strategically for regional distribution. facilities and service. 
TERMINAL WAREHOUSES OF ST. JOSEPH, INC. 
Cold Storage Capital $400,000.00 Merchandise Storage 
South St. Joseph, Missouri 
H. C. Herschman, President : MEMBER: ; 
American Warehousemen’s Association 
F. J. Meeker, Secretary U. S. Chamber of Commerce 
Published weekly by Tue Trarric Service Corp., 418 S. Market St. Chicago, Ill. ! 
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FREQUENT 
INSPECTION 


means 


PERFECT 
CONDITION 





If you believe that a worthy product deserves 
to be carried only in first-class equipment, 
then you owe it to yourself to investigate 
North American Leasing Service. 


Just as you check the quality of your product 
by constant laboratory tests, so do we check 
the condition of North American Cars by a 
frequent inspection and regular trips to 
North American shops. 


And just as you are satisfied only with 
extraordinary standards of quality, so do 
we insist that North American cars be main- 
tained in unusually fine condition. 


Impressions are important. Your product 
should reach the consignee in a type of car 
that does credit to the cargo it carries. 
May we tell you the entire story ? 


A North 


American 
Car Lease 
Is Sound 
Business 
Economy 






NORTH AMERICAN 
CAR CORPORATION 


N. L. Howard, President 


Dept. 3, 327 South La Salle St., Chicago 
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rRISHADLE 


FREIGHT SERVICE 


Bon ICING of refrigerator cars, 
combined with rapid, but safe, de- 
livery schedules, makes a dependable 


perishable freight service. 


The Missouri Pacific Lines with its 
modern, air-tight refrigerator cars, 
and its strategically located icing 
facilities maintains such a depend- 


able service for perishable products. 


Transportation, one of the most im- 
portant phases of marketing, is the 
business of the Missouri Pacific Lines. 
Why not let us assist you with your 


transportation problems? 


SHIP — TRAVEL 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 
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RAILROAD WAGES 

HE fight over railroad wages is on again, the mana- 

gers proposing to continue the ten per cent cut now 
in effect by agreement for one year—if not, indeed, pro- 
posing to make a further reduction—and the men oppos- 
ing it. We can think of no reason why the present reduc- 
tion should not be continued. Nothing has appeared in 
the business situation to justify restoration of cuts in 
salaries and wages that have been thought necessary, least 
of all in the railroad: business. If there has been any 
change since the present cut was made, a further cut 
would seem to be justified. More than one cut has been ap- 
plied to the salaried men, and they have accepted the 
situation, realizing that it was necessary. It is no more 
necessary for them than it is for the so-called “wage 
earners,” the only difference being that the latter are or- 
ganized and powerful and the former are not. Perhaps, 
if they were, they would not accept the cuts so gracefully, 
but that is neither here nor there; the question is what is 
right under the circumstances. 

As we view it, railroad labor, together with all other 
labor, must realize that the business in which it is em- 
ployed cannot afford the old scale of wages. Labor may 
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get by, for a time, with a program of resistance, but, in 
the long run, if the depression continues, this can only 
mean no jobs at all for it. It is also true that the 
cost of living has declined and the men can do with less 
money, even under their old scale of living. Labor, on 
the railroads and elsewhere, is on trial; if it sees things 
reasonably and acts accordingly, it will be in position 
to ask rewards when prosperity returns; if it does not 
listen to reason and insists on all it can get, right or not, 
it will bring on itself disaster and the destruction of its 
protective unions. It may be a long and hard fight, but 
the result is inevitable. Labor cannot successfully insist 
on more than its due and more than its employers can ar- 
ford to pay. 

As to this particular railroad wage situation, we 
have little doubt but that the talk by management of a 
twenty per cent cut is put forth merely for bargaining 
purposes and that a “compromise” on the basis of the 
present ten per cent cut would be satisfactory. We can 
see no answer from the point of view of the men unless 
they can show that the railroads are deceiving the public 
as to their earnings or the amount they could earn if 
they conducted their business properly. We hope, for the 
sake of the railroads, business generally, and the men 
themselves, that the present negotiations will end speedily 
and in friendly fashion. 


ASHBURN AND WATERWAYS 

HOUGH just what was in the mind of Mr. Hurley, 

Secretary of War, when he smothered, or attempted 
to smother, a statement prepared in the office of General 
Ashburn, president of the Inland Waterway Corpora- 
tion, announcing a resolution by the advisory board of 
the corporation favoring participation by the government 
barge line in an association of waterway operators for 
the advancement of their common interests, is unknown 
to us, we think we know what ought to have been there. 
He ought to have been impressed, first, with the impro- 
priety of any organization or individual representing the 
government entering on or favoring such a policy with- 
out government sanction, regardless of whether the policy 
was good or bad, and, second, with the unwisdom of the 
policy itself and the manner in which it was expressed 
in the resolution referred to. 

Here is a government transportation agency—the 
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Inland Waterway Corporation—set up expressly for the 
purpose of affording low freight rates to shippers, as 
compared with rail rates, these low rates being made 
possible by the fact that the government has the power 
to and does make rates arbitrarily twenty per cent under 
rail rates, without taking into consideration the ordinary 
costs of doing business that confront private enterprise 
—such as cost of capital, insurance, and taxes. This is 
a vicious policy to start with and it is coming to be rec- 
ognized as such, now that attention is being so forcibly 
directed to government competition with private business 
in many lines. But when those responsible for this enter- 
prise and charged with administering it take the attitude 
that the railroads, with which they compete so unfairly 
by means of artificial aid, are guilty of something repre- 
hensible when they—as they must—endeavor to reduce 
their rates to meet the competition thus offered, the situa- 
tion becomes ridiculous and unbearable. The Ashburn 
statement declaring that waterway operators must unite 
against the efforts of the railroads to reduce their rates 
below what is reasonably compensatory is silly, in view of 
what the government barge line has done to make such a 
course necessary—if, indeed, it is being pursued. Are the 
railroads to stand idly by and watch their traffic diverted 
to the waterways by artificially lowered rates? Are 
they to be condemned by the government for doing what 
they can to retain this traffic? Ividently the Secretary 
of War thinks not. At least, he does not think it wise to 
make such sentiment official and public. 

It is being demonstrated more clearly every day that 
the government ought to get out of the waterway trans- 
portation business. It cannot remain in it without con- 
stantly getting into situations of this sort and, even if 
it could, it does not belong in the transportation busi- 
ness. Even admitting, for the sake of argument, that its 
venture into the field was justified as an experiment to 
demonstrate what could be done, the demonstration has 
lasted long enough. Certainly, it should not be carried 
to the point where private waterway operators seek and 
obtain the support of the government corporation in 
fighting the railroads for business and condemning them 
for competitive reprisals. 

Another thing that is demonstrated by this incident 
and by others in the last few years is that either General 
Ashburn ought to be relieved of his job as head of this 
government agency and someone substituted who will 
conduct himself and his business properly, or the General 
himself ought to be curbed. He, as head of this business, 
is charged with certain administrative functions. It is 
not for him or anyone in his position, as we see it, to be 
organizing the waterway business to fight the railroads 
or to go about the country spreading propaganda in favor 
of the policy he is hired to carry out—or that he may 
think he ought to be permitted to carry out. He is not 
the government and he is not the people; he is a hired 
man employed by the government to administer a prop- 
erty that Congress has decided to operate, and even then 
he is directly under the War Department. All this ought 
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to be especially noted in view of the fact that he does not 
always confine himself to the truth or to logical argy. 
ment when he utters his propaganda. 


Another phase of General Ashburn’s activities is pre. 
sented in the daily press. We note (with due allowance 
for possible inaccuracies on the part of reporters) for 
what it may be worth, that, when the Republican cam. 
paign “down state” in Illinois is opened September 12, 
the state candidates will make a “victory cruise” on the 
Illinois waterway, under the leadership of “Bill” Thomp. 
son, the well known advocate of waterway development 
and hitting King George on the nose. “As special guest 
of honor, Major Ashburn, head of the federal barge line, 
will be on most of the trip. The government, through the 
kindness of Secretary of War Patrick J. Hurley, has con. 
tributed to Mayor Thompson one of its largest barges, 
which will make the entire trip along with this cruise 
and the people who gather in from the hinterlands, unac- 
customed to river transportation, will be given an oppor. 
tunity to see what the government is doing for water 
transportation here on two of the nation’s mightiest 
rivers. In order to make the barge useful as well as at- 
tractive, a dance floor will be placed on the barge and 
space made available for over a thousand couples to dance 
at one time. One of the finest twelve-piece orchestras in 
Chicago will provide the music and there will be enter. 
tainers to please the crowds that do not dance. All the 
entertainment is free and for the pleasure of the people.” 

A little politics at the people’s expense, General— 
and also Secretary Hurley ? 


RAILROAD SALARIES 


If railroad stockholders think the officials of their companies 
receive exorbitant salaries, they should exercise their rights as 
stockholders to bring about changes, it is suggested by Com- 
missioner Meyer in a letter to F. M. March, of the Northwestern 
National.Bank of Litchfield, Minn. 

In a letter to Commissioner Meyer Mr. March complained 
about exorbitant salaries paid to some of the high officials in 
different railroad corporations, and indicated that the Commis- 
sion ought to do something about the matter. 

Commissioner Meyer informed Mr. March that the Com- 
mission had no direct supervision over salaries of railroad off- 
cials. He called attention to the fact that the Commission had 
recently obtained information about railroad salaries and that 
that had been made public. The reference was to the Senate 
document that Senator Couzens had published after Commis- 
sioner Eastman had transmitted the salary information to him. 

Millions of stockholders, according to Mr. March, feel that 
railroad salaries are too high. If that is the case, according to 
Mr. Meyer’s reply, the stockholders should exercise their rights 
as stockholders over the managements of the companies in order 
to bring about such changes as would result in a basis consid 
ered proper by them. . 

Mr. March contended that some of the salaries paid to rail- 
road officials were so large that the officials could not earn them. 





WESTERN RAILROAD COMMISSIONER 


Some twenty presidents of the western railroads met in Chi 
cago September 8 to consider appointment of a commissioner for 
the western lines. Elimination of competitive waste among 
the railroads and establishment of a single authority to direct 
policies for the common good in certain respects is understood 
to be the end sought. Following a three-hour meeting it was 
stated that some progress had been made but that further meet 
ings would be held. No date for the next meeting was am 
nounced. No information as to the exact matters under dis 
cussion was forthcoming. 
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Current Topics in 
Washington 





Neither on the earth nor in the heavens 
above is there now a being less to be envied 
than a bank president. If he lends liberally 
his assets are in danger of freezing. If he 
becomes frozen faced and hard hearted, lend- 
ing to no one, he is denounced almost as a 
public enemy. If the liberal lender’s bank has to close, the 
head of it will be exceptionally fortunate if he escapes being 
regarded as a crook. The poor lender is punished by the di- 
minishing returns to his stockholders. 

In other words, banking at times like these gives the boss 
bank man just two opportunities—one to be damned if he does 
lend and the other to be damned if he does not. 

Out in middle Ohio there is a story going the rounds about 
the president of a savings bank, which has a large share of its 
assets liquid. Therefore, it is not making as much money as 
it should. It shut off a mild run months ago by bringing an 
army truck load of money to its vaults from a reserve bank. 
That money is not earning anything because the lending policy 
of the president is almost that of a frozen face. Frightened 
depositors, seemingly, are not desirable customers. A _ short 
time ago one of the depositors wanted to know, according to 
the story, if he could draw $4,000. The teller hesitatingly said 
he thought that much money could be produced. The president 
told the teller.not to invoke the time rule against the depositor, 
whose face lit up with joy when he found he could get $4,000. 
At the same time the president inquired and found that the 
depositor had $8,000 in his account. 

“Give it all to him,” said the president. 
half-scared depositor around here.” 

If an optimistic president lends practically all his funds 
and then borrows from the Reconstruction Finance Corpora- 
tion, as did Charles G. Dawes, political capital is made of the 
fact; also, a man like Gifford Pinchot arises to observe, in sub- 
stance, if not in form, that there is money for banks and rail- 
roads but none for starving women and children. If that adds 
to the happiness of the bank president, he must be a peculiar 
human being. 

Atlee Pomerene, former Democratic senator from Ohio, 
who never indulges in the sort of politics that suggests regurgi- 
tation to a decent man, answered the “starving women and 
children” argument of the Pinchot school of public men in the 
course of a talk with fewspaper men. He said the Reconstruc- 
tion Finance Corporation did not lend money to a bank because 
it was fond of that institution, but because the bank was an 
agency through which thousands of human beings in a com- 
munity carried on their affairs. Its closing, if it was not rotten, 
he said, would be a calamity. 

The eyes of a railroad president, he indicated, were not 
the criteria depended on by the reconstruction institution to 
determine whether he should or should not have money to 
keep his railroad going. The test, Pomerene indicated, was 
the usefulness of the railroad to the community and the dis- 
ess that would be caused if it had to go through bankruptcy. 

Anyone familiar with Washington or a state capital, of 
course, knows that such hard common sense as shown by 
Pomerene will not appeal to the Pinchot-Huey Long school of 
Statesmanship.” As a rule, men of that school thrive on the 
distress of those for whom they perform lip service by their 
yapping about “starving women and children”’—many of whom 
are Starving because of the insane extravagance with public 
funds of the men who bawi the loudest against the orderly 
Procedure of men like Pomerene. 


The Lot of the 
Bank President 
Is Not Happy 


“I don’t want a 





Apparently, great numbers of Amer- 
icans are still of the idea that taxation 
without representation is a tyranny that 
is not tolerated under the stars and 
stripes. Of course, anyone familiar 


Taxation Without 
Representation 


Common in America 


: with the autocracy that exists in the 
nation’s capital knows that about half a million Americans in 
District of Columbia have not even a city council, much 
€ss representation in Congress, which lays on taxes with a 
heavy hand. 
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So prevalent is the idea that taxation without representa- 
tion is tyranny and cannot exist in America that Edward C. 
Finney, solicitor of the Department of the Interior, had to step 
on the superintendent of the Mount Ranier National Park. 
Thirty odd residents of the park in 1930 were told by Wash- 
ington state authorities that they had no right to vote,.though 
Washington taxed them. 


“It would seem,” snorted the park superintendent, “that, if 
the state and county tax the property of park residents, such 
taxed residents should have the right to vote. ... It is my 
opinion that, under our constitutional rights, we cannot be 
legally denied a vote in state and county elections if the state 
and county tax us.” 


After pointing out that the federal constitution touched 
very lightly on the question of voting, that matter being within 
the competency of the states, Mr. Finney said that, when 
Ranier National Park land was ceded to the United States, no 
reservation was made in behalf of votes for park residents. A 
reservation, however, was made in behalf of the state’s power 
to tax such residents. Then, as if to make the matter indelible 
on the consciousness of the indignant superintendent, he said: 


Although this nation gained its independence in the American 
Revolution by force of arms in defense of the principle that taxation 
without representation is tyranny, yet that doctrine was not pre- 
served in the federal constitution. The payment of taxes is not a 
paramount test of the right to vote. Numerous instances are found 
where states make the payment of a tax one of the qualifications, 
but it is familiar to all that property, where the state has jurisdic- 
tion to impose a tax, may be taxed without regard to its representa- 


tion at the polls. 


Thirty-three years ago a President 
of the United States would have been 
a political suicide had he asked five 
or six prominent and presumably rich 
business men to serve on a commit- 
tee appointed with a view to improv- 
ing business conditions. Herbert Hoover, in getting the bank- 
ers in the various federal reserve districts to select members 
of the business and industrial committees that met in confer- 
ence in Washington August 26 and the following day, approved 
the selection of men, who, in 1900 or earlier, would have been 
berated as the chief originators of the troubles the country is 
trying to get rid of. 

In 1901, the country acquired its first millionaire president. 
George Washington, though he left an estate appraised at 
something less than $600,000, was probably relatively a richer 
man than Theodore Roosevelt. But, with Thomas Jefferson, 
the country entered on an era in which the public man gath- 
ered high public regard around himself because of his bludg- 
eoning of the rich. 


With Andrew Jackson, the era probably reached its cres- 
cendo. Jefferson’s admiration of the French revolutionists, 
who fought a despicable nobility, was translated in American 
politics into a general denunciation of those who had been able 
to amass fortunes, regardless of the real character of the 
men. To be rich was sufficient excuse for political proscrip- 
tion in America. Theodore Roosevelt, not wholly free from 
Jacksonian political mannerisms, divided big concerns into good 
and bad trusts and tilted mightily against ‘“malefactors of great 
wealth.” That was good political gospel then. It contained, 
however, the germ of the idea that an American might be a 
good citizen even if he controlled hundreds of millions. 


Now Herbert Hoover turns to managers of great industries 
and businesses for help. Walter C. Teagle, president of the 
Standard Oil Company of New Jersey, generally regarded as 
the chief of the large number of units into which the company 
was dissolved in 1911, is made chief of the task of spreading 
work to the end that every man may have some of it. 


The idea of a President, thirty or forty years ago, tolerat- 
ing the head of the Standard Oil Company to serve even as the 
janitor of a committee of that sort would have been deemed 
preposterous. However, if anyone now raised the point as to 
Teagle that he was a Standard Oil man, someone would, 
doubtless, try to take the curse off him by calling attention to 
his “honorable” oil ancestry. He is a member of the Teagle 
family that was interested in Schurmer, Teagle and Company, 
an “independent” oil company of Cleveland. In those days, any 
oil company not controlled by the Standard was called “inde- 
pendent.” It was classed as an enemy of the Standard, even 
if it was not particularly interested in checkmating the moves 
of the Standard—except to sell oil to as many of Standard’s 
customers as it could. 

The popular spirit that permits a president of the United 
States to call on the heads of its largest industries and busi- 
nesses to suggest plans for amelioration of conditions gives 


Rich Americans 
No Longer Considered 
Wholly Evil 
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recognition to the fact that a poor man may be the meanest of 
human beings, while the richest may be an ideal human being. 





Nearly every assessor of the causes of 
the financial cyclone that hit the country in 
1929 lists extravagance in government as one 
of them. Usually, the specifications cover 
projects that have called for millions. They are conspicuous. 
However, it is believed that the hundreds of thousands of 
relatively small extravagances are the ones that really hurt. 

A citizen of Shelby, O., a town of 9,000 or 10,000—perhaps 
less—is authority for a tale of extravagance to make one’s hair 
curl. In that town there is a street of secondary importance, 
in a traffic sense, which was put into the list of streets to be 
improved. 

A lot on the corner of that secondary street and a primary 
street, having a frontage of 200 feet on the secondary street, 
was assessed $1,200 for that improvement. The most the prior 
owner of that lot, on which there is a good frame building, 
ever thought, in boom times, he could get for the property was 
$9,000, but it was never sold for that much. 

Ohio, in her determination to have good roads, plunged so 
heavily that many pieces of suburban or rural property were 
loaded with taxes that an ordinary citizen would deem con- 
fiscatory. The land can never raise crops enough to begin 
paying for the roads. Before the land will be needed for urban 
residences or business purposes, it will have been eaten up by 
taxes. 

Of course, the roads are good for truck transportation. But 
when the railroads have been wrecked, as they will be if the 
trucking is allowed to go on without regulation, perhaps even 
relatively prosperous Ohio will be thinking of the curbs south- 
ern and western states have put on the trucks so as to pre- 
serve the railroads as collectors of taxes to support schools, if 
for no other purpose.—A. E. H. 


SAVINGS BANKS TO TAKE PART 


Mutual savings banks will undertake a direct part in settle- 
ment of the nation’s railroad difficulties, it is announced by 
Wilson G. Wing, president of the National Association of Mutual 
Savings Banks, representing 13,432,139 depositors. The banks 
of this organization hold about 15 per cent of rail bonds out- 
standing, it is stated. 

“The newly appointed committee on railroad investments, 
headed by Henry Bruere, president of the Bowery Savings Bank, 
New York, as chairman, has not been inaugurated with the idea 
of injecting a further controversial element into the complex 
rail investment situation,’ said Mr. Wing, “but rather as a 
body representing the mutual savings banks as a national group. 
The committee is charged with the responsibility of keeping 
closely in touch with railroad affairs, particularly with respect 
to a safeguarding of underlying bonds held by mutual savings 
banks. 

“For many years our banks maintained a somewhat passive 
attitude toward controversial questions with respect to the 
rails, in which executives, representatives of labor, shippers, 
stockholders and sometimes the general public participated. 

“But the very substantial investment in the soundest of 
rail issues held by mutual savings banks has inspired the ap- 
pointment of spokesmen for their interests, with the thought 
that their active participation in discussions which may arise 
will be helpful and constructive. 

“At the moment there is no specific program with the ex- 
ception of a compilation of statistics upon which to base studies 
and action, when it seems necessary and practical. 

“Rails, as far as present-day indications evidence, will re- 
main the backbone of our transportation system. They are as 
essential to our national economic life now as they were re- 
sponsible for the development of this nation’s resources in the 
early days. The extent to which they may be coordinated with 
other forms of transportation undoubtedly will receive atten- 
tion. A properly balanced transportation system, with rails as 
the key, operating at highest efficiency, and with a reasonable 
opportunity to maintain themselves against competition at pres- 
ent subsidized by discrimination in taxation, is essential, and 
the ideal toward which progress should be directed. 

“It is the desire and intent of the railroad investment com- 
mittee to be constructive. The best interests of the railroads 
are identical with those of the holders of their underlying bonds. 
The viewpoint of a group of able men, representing in the aggre- 
gate a large investment in the soundest bonds of our railroads, 
should prove of decided value, and their active participation 
when such ig deemed essential will be found beneficial.” 


One Reason 
for the Slump 


Besides Mr. Bruere the committee includes Robert C. 
Glazier, president, Society for Savings, Hartford; S. Fred 
Strong, treasurer, Connecticut Savings Bank, New Haven; 
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Richard E. Goodwin, treasurer, Augusta Savings Bank, Augugi, [+ 
Maine; James D. Garrett, president, Central Savings Ban 
Baltimore; Myron F. Converse, president, Worcester Five (Cen, 
Savings Bank, Worcester; Clifford F. Martin, treasurer, (jj ] 
Savings Bank, Pittsfield, Mass.; Thomas F. Wallace, president 
Farmers & Mechanics Savings Bank, Minneapolis; W. D. Vay. 
derpool, president, Howard Savings Institution, Newark; Phjji Ii «-- 
A. Benson, president, Dime Savings Bank, ‘Brooklyn: Walter 
H. Bennett, president, Emigrant Industrial Savings Bank, Noy 
York; Samuel H. Beach, president, Rome Savings Bank, Rome 
N. Y.; Stacy B. Lloyd, vice-president, Philadelphia Saving Funi 0 
Society, Philadelphia. b} 
al Four' 
REVENUE FREIGHT LOADING and 
pitun 
Loading of revenue freight the week ended August 2M India 
totaled 537,973 cars, according to report filed by the railroad Nebr 
with the car service division of the American Railway Aggo fi ing t 
ciation. This was an increase of 19,331 cars above the previouii™ act. 
week, but a reduction of 225,578 cars under the same week jp 1 
1931 and 446,537 cars under the same period two years ago [ invol 
Miscellaneous freight loading for the week totaled 18814) cant 
cars, an increase of 6,335 cars above the preceding week; 1oaj.J™ was 
ing of merchandise less than carload lot freight totaled 171,47 as f 
cars, an increase of 1,532 cars; grain and grain products load 
ing totaled 37,969 cars, 175 cars below the preceding week: ton 
coal loading totaled 94,605 cars, an increase of 9,815 cars abovel™ to p 
the preceding week; forest products loading totaled 16,495 cars i cont 
an increase of 817 cars above the preceding week; ore loading betv 
amounted to 7,210 cars, a decrease of 15 cars under the weeki™ dev 
before; coke loading amounted to 2,878 cars, an increase off and 
263 cars above the preceding week; live stock loading amountei — rate 
to 19,196 cars, an increase of 759 cars above the preceding min 
week. ; nua 
Revenue freight loading by districts the week ended August now 
27 as compared with the corresponding period of 1931 was re can 
ported as follows: of I 
the 
Eastern district: Grain and grain products, 5,925 and 6,110; live ton: 
stock, 1,837 and 2,218; coal, 21,576 and 32,363; coke, 877 and 1,068: # 
forest products, 1,447 and 5 583; ore, 1,533 and 2,776; merchandise, City 
ke th. dy oe 313 and 58,444; miscellaneous, 41,670 and 65,052; total, 
1932, 120, 178; 1931, 170, 614; 1930, 218,141. et: 
‘Allegheny district: Grain and grain products, 2,749 and 3,144; live D = 
stock, 1,451 and 1,921; coal, 21,779 and 32,372; coke, 955 and 2,147; Ili 
forest products, 875 and 1,541; ore, 603 and 6,294; merchandise, L, Wi 
C. L., 34,588 and 44,679; miscellaneous, 35,937 and 58, 573; total, 1932, Wi 
98, 937; 1931, 150,671; 1930, 197,725. he 
Pocahontas ‘district: Grain and grain products, 297 and 304; live dia 
stock, 304 and 231; coal, 26,082 and 34,854; coke, 146 and 200; forest as 
products, 357 and 791; ore, 24 and 219; merchandise, in &, ot 4,998 ti 
and 6,256; miscellaneous, 4,612 and 6,317; total, 1932, 36,820; 1931, 10) 
49,172; 1930, 56,571. siti 
Southern district: Grain and grain products, 3,002 and 2,889; live to 
stock, 909 and 1,139; coal, 14,349 and 18,292; coke, 222 and 486; hg , 
products, 5,327 and’ 8,516: ore, 119 and 551i; merchandise, L. ges 
29,218 and 35,288; miscellaneous, 25,831 and 37, 898; total, “1932, 43, ots the 
1931, 105,059; 1930, 130,426. tes 
Northwestern district: Grain and grain products, 11,902 and 10,805; 
live stock, 4,913 and 7,217; coal, 3,221 and 5,191; coke, 505 and 765; po: 
forest products, 3,165 and 5,949; ore, 3,013 and 22,376; merchandise, 
En ©. Bay oes 767 and 26,578; miscellaneous, 22,935 and 32,683; total, 
1932, 70, 421; 1931, 111,564; 1930, 157,936. or 
Central’ Western district: Grain and grain products, 10,529 and 
12,946; live stock, 7,702 and 9,372; coal, 5,150 and 7,379; coke, $5 and fou 
68; forest products, 2,897 and 5, 220; ore, 1,806 and 2, 261: merchandise, rez 
L. C. L., 23,645 and 28,763; miscellaneous, 35,113 ‘and 51 ,184; total, 
1932, 86, 927; 1931, 137, 193; 1930, 145,533. Co 
Southwestern district: Grain and grain products, 3,565 and 4,022; 
live stock, 2,080 and 2,219; coal, 2,448 and 4,037; coke, 88 and 134; pa 
forest products, 2,382 and 3,426; ore, 112 and 450; merchandise, L. C. op 
L., 12,949 and 14, 583; miscellaneous, 22,044 and 30,407; total, 1932, 
45,668; 1931, 59,278; 1930, 78,1 th 
Total, all roads: Grain’ and grain products, 37,969 and 40,22; in 
live stock, 19,196 and 24,317; coal, 94,605 and 134,488; coke, 2,878 and . 
4,868; forest —, 6. 495 and 28, 026; ore, 7,210 and 34,927; mer- tic 
chandise, L. C. L, 1,478 and 214, 591; miscellaneous, 188, 142 and th 
282,114; total, 1932, 587. OF, 1931, 763, 551; 1930, 984,510. + 
Loading of revenue freight in 1932 compared with the two 
previous years follows: 
1932 1931 1930 
Fourt weeks in January.......... 2,269,875 2,873,211 3,470,791 lo 
Four weeks in February......... 2,245,325 2,834,119 3,506,8% ni 
Four weeks in March............. 2,280,672 2,936,928 3,515,739 tr 
Five weeks in April 3,757,863 4,561,63 pes 
Four weeks in May... 2,958,784 3,650,779 tl 
Four weeks in June.... 2,991,950 3,718,98 tl 
Five weeks in July...... 3,692,362 4,475,381 ti 
Week ended August 734,730 904,10) fc 
Week ended August 13........... 512,431 743,626 922,82) ti 
Week ended August 20........... 518,642 748,600 940,09" is 
Week ended August 27........... 537,973 763,551 984,51! Ce 
SERIES 20 659,260 ti 
GE 25.44 henneeesseaeeeTeed 18 110,084 25,035,724 30,652,260 p 


SHOUP CALLS ON HOOVER 
Paul Shoup, vice-chairman of the Southern Pacific Com 
pany, after a call on President Hoover, September 7, said that 
conditions were showing an improvement in the territory servé 
by his lines. 
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Decisions of Interstate Commerce Commission 





RELIEF ON GAS COMPETITION 


0 enable applicants to meet competitive conditions created 
i the use of natural gas, the Commission, by division 2, in 
Fourth Section Application No. 14765, coal from Illinois, Indiana 
and Kentucky, has authorized applicants to establish rates on 
bituminous slack or fine coal from mining districts in Illinois, 
Indiana and western Kentucky to points in Missouri, Kansas, 
Nebraska, Iowa, South Dakota and Minnesota, without observ- 
ing the long-and-short-haul provision of the interstate commerce 
act. The relief is for actual but not potential competition. 

The natural gas reaches points in the destination territory 
involved through pipe lines from the Texas Panhandle. Appli- 
cants represented that natural gas as a substitute for fine coal 
was displacing a considerable tonnage of the latter commodity 
as fuel. 

The carriers proposed reductions of from 30 to 53 cents a 
ton to destinations at which natural gas was now available or 
to points at which it was stated that natural gas was now being 
contracted for or pipe line extensions planned. Conferences 
between applicants and coal operators in the origin territory 
developed that the competition with natural gas could be met, 
and the tonnage of the railroad saved, by reductions in freight 
rates as proposed, and a lowering of the wage scale at the 
mines, according to the report. Applicants estimated the an- 
nual consumption of fine coal at points where natural gas was 
now available to be approximately 1,500,000 tons. Unless appli- 
cants were enabled, in some measure, to meet the competition 
of natural gas the aforesaid tonnage would be lost to them, said 
the report, which added that applicants had lost a substantial 
tonnage which had been displaced by natural gas at Mason 
City, Ia., Rochester, Minn., Omaha, Neb., and other points. 

The Burlington said that its loss of tonnage due to com- 
petition of natural gas was estimated at 1,000,000 tons. The 
Illinois Coal Bureau, the Sioux City Traffic Bureau and the 
Winona Chamber of Commerce, also representing La Crosse, 
Wis., supported the application. Representatives of interme- 
diate and points adjacent to those to which relief was sought, 
as well as natural gas interests, opposed it. With the excep- 
tion of the natural gas interests, said the Commission, the oppo- 
sition appeared willing that the rates on fine coal from and 
to the points considered should be reduced to the extent sug- 
gested by applicants, provided such reductions were made in 
the rates to other points in the destination territory. Pro- 
testants offered the following reasons in support of their 
position: 

(1) The application is predicated upon competition not covered 
or contemplated by the fourth section of the I. C. C. act. 

(2) No showing whatsoever in compliance with the mandates of 
fourth section order No. 8900, that the rates specified or sought are 
reasonably compensatory. 

(3) That there is no authority or jurisdiction on the part of the 
Commission to grant relief upon any such theory of rate making. 

(4) The testimony and application clearly show an effort on the 
part of applicants to equalize competitive conditions and aid coal 
operators of the area specified. 

(5) Under the testimony the application of rates promulgated 
thereunder would clearly constitute a discrimination against affected 
intermediate cities similarly situated. . 

_ (6) That the proposal in the tariff contemplated in the applica- 
tion would seriously disturb existing coal freight rate structures in 
this area of the United States heretofore carefully considered and 


evolved by the Commission, and all as shown by the testimony offered 
by applicant carriers. 


In its conclusions the Commission said: 


The record clearly shows that the carriers have sustained serious 
losses in their coal traffic due to the displacement of coal as a fuel by 
natural gas at points to which pipe lines have been constructed for the 
transportation of the latter commodity, will suffer further losses of 
Such traffic unless some reductions are made in their rates to meet 
this situation, and have presented sufficient justification to warrant 
the granting of temporary relief in those instances where competi- 
tion with pipe lines actually exists. As stated above, they also ask 
for relief to reduce rates at many points at which no such competi- 
tion exists but to which it is stated that the extension of pipe lines 
is contemplated. For example, it is proposed to reduce the rates on 
coal to Winona, Minn., and LaCrosse, is., 41 and 31 cents, respec- 
tively. These points are approximately 50 miles from the nearest 
Pipe line and there is no evidence that pipe lines are to be extended 
to those cities within the near future. Conditions at those points and 
at other points not served by pipe lines and at which there is no 
competition between coal and natural gas, except, perhaps of a 
potential character, are not different from those prevailing at inter- 
mediate points to which it is proposed to continue higher rates. We 
are expressly prohibited by section 4 from granting relief from the 
gg of that section to meet potential water competition and 

ere ls nothing in the record in this case that would warrant us in 





adopting a different policy with respect to potential competition of 
the kind here under consideration. The competition relied upon to 
warrant relief must not be artificial or merely conjectural but_ma- 
terial and substantial. Louisville & N. R. Co. vs. Behlmer, 175 U. S. 
648; see also Reopened Fourth Section Applications, 40 I. C. C. 35; 
Transcontinental Cases of 1922, 74 I. C. C. 48; and Pacific Coast Fourth 
Section Applications, 129 I. C. C. 3. Fourth section relief in these 
situations will be denied. 

The record further shows that many intermediate points to which 
it is proposed to continue higher rates than to more distant points 
are also served by pipe lines and are being supplied with natural gas. 
Among these are Plattsmouth, Nebraska City, and Falls City, Nebr., 
intermediate to Omaha, Nebr. There is no difference between the 
conditions at these and other intermediate points served by gas lines 
which justify any different treatment with respect to the rates on 
coal to such points from that proposed with respect to rates to more 
distant points where there is competition between coal and natural 
gas. The relief granted herein, therefore, will be subject to the condi- 
tion that rates to such intermediate points shall not exceed rates 
authorized herein to more distant points and applicants will be granted 
such relief as may be necessary to reduce the rates to such points 
to the extent necessary to comply with this condition. 

Carriers parties to this application will be authorized to establish 
and maintain until March 31, 1938, rates on bituminous slack or fine 
coal, in carloads, from mining districts in Illinois, Kansas, Indiana, 
and western Kentucky, to destinations in Missouri, Kansas, Nebraska, 
Iowa, South Dakota, and Minnesota actually served at the present 
time by pipe lines transporting natural gas as described herein, and 
to maintain higher rates at intermediate points not served by such 
pipe lines; provided that the rates from and to the higher-rated 
intermediate points shall not be increased except as hereinafter author- 
ized by this Commission or exceed the lowest combination of rates 
subject to the interstate commerce act; and provided further that 
relief shall not apply to any line or route over which the distance 
exceeds the distance over the shorter line or route between the 
same points by more than 50 per cent. All other and further relief 
will be denied. 


Commissioner Tate concurred in part. He favored fourth 
section relief being granted to Winona, Minn., La Crosse, Wis., 
and other points of which these were illustrative as to which 
the pipe lines might not actually have been constructed, but 
as to which construction was shown to be contemplated. 

The relief is granted in fourth section order No. 11028. 


COMMISSION REPORTS 


Ice Cream 

No. 22495, Scott Manufacturing Co. vs. Railway Express 
Agency, Inc. By division 3. Dismissed. Rates and charges on 
interstate shipments of ice cream in the Scott hermic seal 
iceless shipper not shown to have been, or to be in violation 
of first three sections of act. Commission followed Glacifer Co. 
vs. American Railway Express Co., 63 I. C. C. 153, 81 I. C. C. 
223, and 168 I. C. C. 149 


Wood-Pulp Board 


I. and S. No. 3647, routing wood-pulp board from Inter- 
national Falls, Minn., to Illinois and Missouri. By division 2. 
Proposed changes in routing in connection with joint rates on 
wood-pulp board, International Falls, Minn., to Decatur and 
East St. Louis, Ill., and St. Louis, Mo., found not justified. The 
Commission said the proposed restriction would have the effect 
of canceling the through rates now applicable to Terre Haute 
and Indianapolis, Ind., under the intermediate rule, and estab- 
lishing combination rates of 40.5 cents to Indianapolis and 39 
cents to Terre Haute. It said the proposed combination rates 
to Terre Haute and Indianapolis were too high by comparison 
with the present rates to St. Louis, Danville, Decatur and nu- 
merous other points in the same destination territory. On the 
other hand it said the present rates to some of these latter 
points and to Terre Haute and Indianapolis were relatively 
lower than rates from the same origin territory to numerous 
other points in Indiana and Ohio and to Louisville, Ky. Along 
with any proposal to restrict the routing in connection with 
the present rates on the traffic here considered, said the Com- 
mission, respondents should provide rates to Terre Haute, 
Indianapolis, and other points similarly situated, which were 
properly related, distance and other transportation conditions 
considered, to the rates contemporaneously maintained by them 
to the nearby points in the same territory. It said it was of 
the opinion that the rate from International Falls to Terre Haute 
and Indianapolis should not exceed the rate contemporaneously 
maintained to St. Louis by more than 3 cents. Its finding of 
nonjustification is without prejudice to the filing of schedules 
properly aligning rates in accordance with the conclusions ex- 
pressed. To such rates may be added the present authorized 
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emergency charges. Schedules ordered canceled and proceed- 
ing discontinued. 


Vinegar 


I, and S. No. 3683, vinegar from Illinois to Wisconsin and 
Minnesota. By division 3. Proposal to cancel commodity rates 
on vinegar, in bulk, in barrels, in carloads, from St. Louis, Mo., 
and points in Illinois to destinations in Wisconsin, Minnesota, 
and certain points in the upper peninsula of Michigan, found 
not justified. Commission said the proposed fifth class rates 
were 35 or 37.5 per cent of first class, dependent upon whether 
the destination was in official or western classification terri- 
tory, and that their establishment would result in increasing 
the present commodity rates 8 to 25 cents, or 29 to 137 per 
cent. It said the evidence was convincing that the proposed 
revision, if permitted to become effective, would create much 
more extensive undue prejudice than now existed. Under it, 
it said, producers at points in Minnesota, Wisconsin, the upper 
peninsula of Michigan, New York, Missouri other than St. Louis, 
and on the Pacific coast would be given an advantage over pro- 
testants in the marketing of vinegar at destinations considered. 
Furthermore, it said, no justification appeared for the establish- 
ment of rates on vinegar, in bulk, in barrels, higher than those 
on vinegar, in glass or earthenware, especially in view of the 
substantially greater value of the commodity in the latter form, 
Suspended schedules ordered canceled on or before October 3 
and proceeding discontinued. 


Printed Pulpboard Disks 


No. 24657, Victor-American Fuel Co. vs. C. & N. W. et al. 
By division 2. Less-than-carload rate, printed pulpboard disks, 
Belvidere, Ill, to Oak Creek, Colo., inapplciable. Applicable 
rate, combination of first class rates, $4.385, not unreasonable 
or unjustly discriminatory in the past, but unreasonable for the 
future to the extent it may exceed the contemporaneous sec- 
ond class rate. New rate to be established not later than 
December 2. The disks, covered with a coal company’s adver- 
tisement, is put into the coal to enable the user to know that 
he is using a product furnished by the company named. 


Bulk Dried Blood 


No. 24841, Standard Rendering Co. vs. M. P. et al. By divi- 


sion 2. Dismissed. Rate, dried blood, carloads, New Orleans, 
La., to Kansas City, Mo.-Kan. not shown to have been un- 
reasonable. 


Wringer Assemblies 


No. 24886, Prima Manufacturing Co., Inc., vs. B. & O. et al. 
By division 2. Dismissed. Rate, wringer assemblies, carloads, 
Erie, Pa., to Signey, O., applicable and not unreasonable. 


B. & O. FINANCING 


In the Commission’s formal report in Finance No. 9584, Bal- 
timore & Ohio Railroad Co. bonds (see Traffic World, Septem- 


ber 3, p. 416), in which the company is authorized to issue. 


$31,625,000 of refunding and general mortgage 6 per cent bonds, 
series E, and $31,625,000 of refunding and general mortgage 5 
per cent bonds, series F, explanation is made of the company’s 
plan to meet the maturity, March 1, 1933, of $63,250,000 of its 
20-year 41%4 per cent convertible gold bonds. 

The report said the applicant proposed to offer to pay to 
the holders of the convertible gold bonds at or before maturity, 
and upon the surrender thereof, 50 per cent of the principal 
amount of their holdings in cash. For the remaining 50 per cent 
of the principal amount of bonds surrendered, it proposes to 
deliver to the holders thereof an equal principal amount of its 
refunding and general mortgage bonds. The Commission has 
approved a loan of $31,625,000 from the Reconstruction Finance 
Corporation to enable the B. & O. to make the cash payment 
under the plan. The new series E issue of $31,625,000 of bonds 
is to be pledged as collateral, with other collateral, for the 
loan. The series E bonds will mature April 1, 2000, and the 
series F bonds, March 1, 1996. The series F bonds are to be 
delivered to the holders of the convertible gold bonds in pay- 
ment of 50 per cent of the principal amount thereof. 


MICHIGAN ABANDONMENT 


In a report by division 4 in Finance No. 8974, East Jordan 
& Southern Railroad Co. et al., abandonment, embracing also 
Finance No. 9230, Michigan Central Railroad Co. et al., abandon- 
ment, the Commission has issued certificates permitting the 
East Jordan & Southern to abandon, as to interstate and for- 
eign commerce, its line of railroad extending from East Jordan 
to Bellaire, approximately 18.6 miles, in Antrim and Charlevoix 
counties, Mich., and permitting the Michigan Central to aban- 
don, and the New York Central, lessee, to abandon operation of, 
a branch line extending from Frederic to Marble, 36.31 miles, 
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in Crawford, Otsego and Antrim counties, Mich. 
opposition to the granting of the applications. 

After reviewing the testimony the Commission said that 
from the record it appeared that there was not, nor won 
there be, sufficient traffic to justify the continued operation og 
either line. With one exception, it said, the patrons of the 
East Jordan line had products or commodities of a class oy 
character which might be transported by truck for shipmen 
over the Pere Marquette. The Commission requested repre. 
sentatives of the Pere Marquette and the Pennsylvania to sub. 
mit their respective company’s positions on acquisition ang 
operation of all-or part of the lines proposed to be abandoned. 
Neither company, however, could see its way clear to taking 
over operation of the lines. 


There was 


UNCONTESTED FINANCE CASES 


Supplemental report and order in F, D. No. 7843, authorizing 
the Aroostook Valley Railroad Company to issue not exceeding $500,- 
000 of first and refunding mortgage 5% per cent 35 year gold bonds 
series A, said bonds to be sold or otherwise disposed of at not les; 
than 94 per cent of par and accrued interest and the proceeds o; 
the bonds used to retire certain bonds and to reimburse applicant 
for expenditures heretofore made in retiring bonds and for other 
capital purposes, previous order, 162 I. C. C. 583, vacated and set 
aside and supplemental order issued, approved. 


FINANCE APPLICATIONS 


Finance No. 9610. Woodstock Railway Co. asks authority to 
— miles of line between White River Junction and Wood. 
stock, ° 

Finance No. 9611. Puget Sound & Cascade Railway Co. asks 
approval of acquisition of 1.830 miles of line between station Tale 
and station Potts, Wash., in use since 1921; 10.766 miles, Potts to 
Finney Creek Junction, Wash, in use since 1924, and 4.840 miles 
Burlington to Mount Vernon, Wash. ; 

Finance No. 9612. Wilmington & Northern Railroad Co. asks 
authority to extend for 50 years maturity date of $462,000 of 5 per 
cent general mortgage bonds maturing August 1, 1932, and in sub- 
number, Reading Co., owner of applicant’s. capital stock with the 
exception of 10 shares, and lessee, asks authority to guarantee the 
principal and interest of the bonds. 

Finance No. 9613. Joint petition of Southern Bell Telephone & 
Telegraph Co. and R. C. Corr for approval of acquisition by former 
of telephone property in and near Linden, Ala., owned by latter. 

Finance No. 9614. St. Louis, Brownsville & Mexico Railway Co 
asks authority to abandon 16.07 miles of line between a point near 
Seadrift and Port O’Connor, in Calhoun county, Tex. Truck com- 
petition, according to applicant, has made heavy inroads into reve- 
nues of applicant in territory served by line. 

Finance No. 9615. St. Louis, Brownsville & Mexico Railway Co. 
asks authority to abandon 16.9 miles of line between Buckeye and 
Collegeport, in Matagorda county, Tex. Trucks have taken prac- 
tically all the traffic produced in the territory served by the line 
and applicant says the intracoastal canal will be completed within 
the next two or three years and that this no doubt will have a 
tendency to reduce freight rates to and from the Collegeport area 
and to increase the losses of applicant. 


PETITIONS FOR REHEARING, ETC. 


Finance No. 9040. New Iberia & Northern construction. Appli- 
cant asks for postponement of date fixed for completion of construc- 
tion for a period of six months to April 1, 1933 

No. 22217, Concrete Engineering Co. vs. A. T. & S. F. et al. Com- 
plainant asks further hearing for purpose of determining specific 
amount of reparation due under Commission’s finding as report: in 


168 I. C. C.. 368. 

No. 14597, South Carolina Asparagus Growers’ Association vs. 
Southern et al. Complainant asks, in a second supplemental petition, 
the Commission to reconsider its decision rendered herein under date 
February 1, 1932, and to grant a rehearing or a reargument or to 
take such steps in the matter as may be deemed proper in the 
premises. 

No. 21898, Logan Hardware & Supply Co. et al. vs. A. & R. et al. 
Complainants, Lewis Furniture Co., asks the Commission to grant 
a reopening for reconsideration therein. 

No. 24866, Hahn Furniture Co. et al. vs. Pennsylvania et al. Com- 
plainants ask reopening for reconsideration by division 4 -of the 
Commission, or reopening for consideration before entire Commission 
and vacating and setting aside decision of division 4 in connection 
therewith. 

No. 18761, Galveston Cotton Exchange & Board of Trade et @l. 
vs. A. & V. et al. Complainants, H. Kempner, N. Estrada, Inc., H. 
Nussbaum and Crespi & Co., ask for further hearing to present 
proof of damages incurred and the issuance of an order by the Com- 
mission requiring the defendant carriers to pay complainants in full 
the damage found to be due. . 

No. 17000, part 4-A, rates on refined petroleum products from, 
to and between points in southwest, No. 21080, Sub. 3, Alton <Auto- 
mobile Co, vs. A. & S. et al., No. 21080, Sub. 4, Andrew County Oil 
Co. vs. A. & S. et al., and 21080, Sub. 5, Gilliam Oil Co. et al. vs. 
A. T. & S. F. et al. Complainants in Nos. 21080, Sub. Nos. 3, { and 
> for further hearing for purpose of proving payment of freight 
charges. ; 

No. 15841 (and subs. 1 to 19, inclusive), William Kelly Milling 
Co. vs. A. T. & S. F. et al., No. 16665 (and sub. 1), Southwestern 
Lumbermen’s Association et al. vs. A. V. I. et al., and No. 16987, 
Foster Lumber Co. vs. A. T. & S. F. et al. Complainants ask further 
hearing for purpose of introduction of proof as to the paying and 
bearing of freight charges on the shipments involved therein. 

No. 23148, Albertson & Co., Inc., et al. vs. A.C. & Y. et al. 
Complainants ask reconsideration of decision therein, 185 I. C. C. 133. 

No. 13413, subs. 1 and 2, in the matter of automatic train control 
devices. C. R. I. & P. asks for authority to discontinue the further 
maintenance and operation of automatic train control devices 0? 
that part of its railroad known as the Iowa division, i. e., between 
Missouri Division Junction (at Davenport, Ia.), and Short Line Junc- 
tion (at or near Des Moines, Ia.), and for an order vacating or suS- 
pending the Commission’s order which was entered herein on January 
14, 1924, as modified July 18, 1924, Automatic Train Devices, : 
I. C. C. 426, in so far as the same pertains to the automatic train 
control devices of petitioner on its said Iowa division. 
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Proposed Reports in I. C. C. Cases 





RATES ON N. & W. LINES 


N a proposed report in I. and S. No. 3660, rates on Bristol and 

Norton lines of Norfolk & Western Railway, embracing also 
No. 7865, Chamber of Commerce of Johnson City, Tenn., vs. 
Southern et al., on further hearing, Examiner Howard Hosmer 
has dealt with the class rates between points in official classi- 
fication territory and points in southwestern Virginia on the 
Bristol and Norton lines of the Norfolk & Western and branches 
thereof and on the Clinchfield Railroad as well as class rates 
from central and Buffalo-Pittsburgh territories, on the one hand, 
to Johnson City, Tenn., on the other hand. Mr. Hosmer’s recom- 
mendations follow: 


The Commission should find: 

1. That upon the facts here shown the suspended class rates 
have been justified with the exception of those between central terri- 
tory, including Buffalo and Pittsburgh, on the one hand, and Bristol, 
Norton, and St. Paul, and points intermediate to Norton and St. Paul 
on the other hand, which have not been justified; 

2. That the proposed cancellation of commodity rates on cal- 
cium carbide from Ivanhoe, Va., to central territory upon this record 
has not been justified; 

3. That maintenance of equal rates from central territory to 
Bristol and Johnson City is necessary to avoid undue prejudice and 
preference required to be removed by outstanding orders in No. 7865 
and that the Kingsport rates should be properly related thereto. 

In accordance with these findings the Commission should pre- 
scribe the rates shown in the appendix as maximum and minimum 
rates between the points there shown and should modify its order 
in No. 7865 accordingly. 

Appendix 
Proposed First-Class Rates 
(in cents per 100 pounds) 


Bristol 
Between and Johnson City! Kingsport! St. Paul’ Norton? 
Oe DO OR, cas eesune caus 172 172 164 164 
SE are 170 167 154 159 
PS S66 04.600 caw sews 174 171 158 163 
SS re re 162 158 146 151 
Mvemevilie, Ind. .....ccccas 154 151 143 143 
Indianapolis, Ind. .......... 146 142 129 134 
SS aaa 147 143 130 135 
Kalamazoo, Mich. ......... 155 151 138 143 
ae 148 144 131 136 
Serre 134 130 122 122 
Cimcimmentt, GMO... sce cece 120 116 103 108 
fee re 132 128 115 120 
Combes, GIO. .......0.06 128 124 111 116 
COPveNEIG, GED 2c ccccsess 142 138 125 130 
Youngstown, Ohio ......... 142 138 125 130 
et) eee 160 156 143 148 
| 6. See 142 138 125 130 
i AS eee re 98 94 81 86 
The rates should be subject to southern classification and those 


on the lower classes should be based on the southern class percent- 
ages. Minimum rates published in connection with southern class 
rates should be observed as minima. 

iRates to Johnson City and Kingsport would be prescribed for 
southbound application only. 

*For application to and from points on the Clinchfield between St. 
Paul and Potters Flats, including the latter. 

*For application to and from points on the Norfolk & Western 
west of St. Paul and east of Norton. 


GASOLINE CLEANER RATES 


; In a proposed report in No. 24602, Shell Petroleum Corpora- 
tion vs. A. & S. et al., Examiner Morris H. Konigsberg deals 
with the question of ratings and rates on gasoline shipped un- 
der trade names indicating that it is a cleansing fluid but not 
disclosing that the fluid is gasoline. The fluid covered by this 
complaint was shipped from Roxana, IIl., to points in thirty- 
seven states and to some destinations in eastern Canada. It 
Was described as Shell Spot Remover, Shell Kleanzit and Shell 
Lighter Fluid. 

; Rates and ratings applicable on cleaning, scouring or wash- 
ing compounds, N. O. I. B. N., third class in less than carloads 
and fourth class in carloads, were assessed. On the fluid suit- 
able for cigarette and cigar lighters, second class, any quantity, 
ae provided for such lighting fluids or pastes, was 

ied. 

Complainant contended, said the examiner, that in view of 
the fact that the articles in question were gasoline, that the 
ratings and rates were inapplicable and unreasonable and that 
the proper rates and ratings were the lower ones provided for 
gasoline, N. O. I. B. N., in metal cans, second class in official 
on less than carloads and third class in southern and western; 
and fifth class in the three classifications in carloads, minimum 
26,000 pounds. The complainant also contended for the ‘ben- 


efit of the mixing rule, the examiner said, in the case of mixed 
carloads. 


Konigsberg said the Commission should find that the rates 
charged were applicable and not unreasonable except when 
such were made in drums on which the word gasoline appeared 
in addition to the trade name. He proposed reparation on such 
shipments. 

The examiner said that the only reason assigned for not 
disclosing in advertising literature or on the containers that 
the product in fact was gasoline was that not all gasolines were 
suitable for the purpose indicated and of the inability of the 
layman to distinguish among the various gasolines which might 
be used for the specific purposes. 

Carriers, the examiner said, were not required to analyze 
freight to ascertain whether it was in fact inferior to the de- 
scription or public representation under which it was sold, in 
order to give it a lower rate corresponding to its actual value. 
In support of that he cited Andrews Soap Co. vs. P. C. C. & St. 
L., 4 I. C. C. 41, and Mead Johnson & Co. vs. A. C. L., 168 I. C. 
C. 167. 


PROPOSED REPORTS 


Cottonseed 


No. 24834, Buckeye Cotton Oil Co. vs. I. C. et al. By Ex- 
aminer A. J. Sullivan. Rates, cottonseed, carloads, points in 
Louisiana to Jackson, Miss., unreasonable to the extent they 
exceeded or may exceed 19.5 cents from Wainwright; 16.5 cents 
from Quimby; 21 cents from Bread Spur and Mer Rouge; 21.5 
cents from Bosco and Jonesville; 24.5 cents from Chatham, and 
25.5' cents from Jonesboro. The proposed finding is to be 
without prejudice to the findings in No. 17000, part 8, Hoch-Smith 
cottonseed. New rates and reparation proposed. 


Newsprint Paper 


No. 23826, Public Utilities Commission of the State of Idaho 
et al. vs. O. S. L. et al. By Examiner J. P. McGrath. Dis- 
missal proposed. Rates, newsprint paper, points in Oregon and 
Washington to destinations in Idaho on the O. S. L., not un- 
reasonable. 


Mail Pay 


No. 9200, railway mail pay, in the matter of the application 
of the Georgia & Florida Railroad Co. for increased rates of 
pay. By Examiner F. E. Mullen on further hearing. Recom- 
mends that Commission find that rates of pay now received by 
applicant for transportation of mail, established in Railway Mail 
Pay, 144 I. C. C. 675, for railroads over 100 miles in length, are 
fair and reasonable. Denial of application for increased com- 
pensation proposed. 


Dressed Poultry, Etc. 


No. 22262, Swift & Co. vs. A. & R. et al. By Examiner C. 
Garofalo, on further hearing. Original report, 169 I. C. C. 777. 
On further hearing determination made of amount of reparation 
due on shipments of dressed poultry, butter, and eggs, in 
straight or mixed carloads, points in Kansas, Oklahoma, and 
Texas to points in Florida, Tennessee, Alabama, Georgia, North 
Carolina and South Carolina prior to July 14, 1928. 


Cottonseed 


No. 24889, Jackson Freight Bureau et al. vs. I. C. et al. By 
Examiner W. K. Berryman. Recommends finding rates, cot- 
tonseed, points in Tennessee and Louisiana to Hazelhurst, Miss., 
were, are and for the future will be unreasonable to the extent 
that they exceeded, exceed, or may exceed 23.5 cents from 
Rossville, 19.5 cents from Clifton and Franklinton, 18.5 cents 
from Warnerton, Grangeville, and Rileys, 17.5 cents from An- 
gie, 16.5 cents from Covington, and 17 cents from Denham 
Springs to which may be added the emergency charges author- 
ized in Ex Parte 103 on shipments moving on and after the 
effective date such charges were authorized. Reparation 
proposed. 

Contractors’ Outfits 


No. 25021, Oklahoma Contracting Corporation et al. vs. A. 
T. & S. F. et al., embracing also a sub-number, H. C. Price, as 
Welding Engineering Co. et al. vs. Alton et al. By Examiner 
R. G. Taylor. Dismissal proposed, on finding not unreasonable 
rates, interstate shipments of contractors’ outfits, between 
points in Alabama, Arkansas, Illinois, Indiana, Iowa, Kansas, 
Louisiana, Mississippi, Oklahoma, South Carolina, Tennessee, 
and Texas, on the one hand, and points in Alabama, Arkansas, 
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Illinois, Indiana, Iowa, Kansas, Kentucky, Louisiana, Missouri, 
Oklahoma, and Texas, on the other. 


MILWAUKEE ABANDONMENT 


Authorization of abandonment by the Chicago, Milwaukee, 
St. Paul & Pacific Railroad Co. of that part of its Elkhorn-Troy 
Center branch extending from Troy Center, to survey station 
810, about a mile northeast of applicant’s depot at Elkhorn, a 
distance of approximately 10.5 miles, in Walworth county, Wis., 
has been recommended by Examiner R. R. Molster in a pro- 
posed report in Finance No. 9272, Chicago, Milwaukee, St. Paul 
& Pacific Railroad Co. abandonment. The Wisconsin Public 
Service Commission recommended that the application be denied. 

The examiner said that decreasing traffic was attributed to 
the trend of the territory industrially to a dairying section and 
that the milk produced was moved to adjacent creameries by 
other means of transportation. The territory served has good 
highways, according to the report. Since April, 1929, service 
on the branch line has been limited to trips thereover when 
there is freight to be moved, but not oftener than once a week. 
The examiner said that the record was devoid of any assurance 
that continued operation of the line was likely to result other- 
wise than in a constant drain upon the applicant’s revenues 
and an unjustifiable burden upon interstate commerce. 


LOANS TO RAILROADS 


The Commission, by division 4, in Finance No. 9581, South- 
ern Railway Co. reconstruction loan, in a supplemental report, 
has modified its original report and certificate in this case so 
as to permit the Southern to substitute for the $323,500, par 
value, of the common stock of the Southwestern Construction 
Co., the pledging of which the Commission required in its 
certificate of August 26 as part of the collateral security for a 
loan of $7,251,000 of two Southern Railway equipment trust 
certificates of a par of $133,000 each and $2,000,000 of the com- 
mon stock of the Virginia & Southwestern Railway Co. 

The Commission has approved loans to railroads from the 
R. F. C. totaling $305,917,457 in acting on applications asking 
a total of $407,385,463. In August the Commission approved 
loans totaling $58,406,449. The most recent figures obtainable 
from the R. F. C. on railroad loans show that the corporation 
has not paid out in loans as much as the Commission has au- 
thorized. Up to August 25 the corporation had authorized a 
total of $240,989,000 in loans to railroads. 

In a supplemental application in Finance No. 9239, the Gulf, 
Mobile & Northern has applied for an additional loan of $361,750 
to meet interest charges due October 1 and to provide funds 
for cash distribution to depositing New Orleans Great Northern 
bondholders as outlined in Article VIII of the plan and agree- 
ment of reorganization dated July 1, 1932, of the New Orleans 
Great Northern Railroad Co. 


RAILROADS AND HOOVER PLAN 


Nothing had been placed before the Reconstruction Finance 
Corporation with respect to the organization of a railroad equip- 
ment financing corporation whose function would be to promote 
activity under the Hoover plan under which railroads would 
borrow from the R. F. C. to finance equipment purchases as a 
means of relieving unemployment and stimulating industry, ac- 
cording to information obtained at the offices of the corporation 
September 8. Mention was made of the fact that the Pennsyl- 
vania Railroad Co. had applied for a loan of $2,000,000 to build 
1,500 all-steel box cars, and the intimation given that that was 
all along that line before the corporation. 


R. C. C. REPORT 


The Railroad Credit Corporation on September 1, 1932, had 
either actually made or authorized loans to railroads to meet 
their fixed interest obligations totaling $30,937,199, according to 
the monthly report of that corporation filed with the Commis- 
sion. 

Collection of rate increases under Ex Parte 103, according 
to the report, totaled $31,075,145.36 in the first six months this 
year, the increase having become effective January 4. The 
amount derived from the increase amounted to $5,040,935.36 in 
June. 

In a letter addressed to chief executives of participating 
carriers and accompanying the report, E. G. Buckland, presi- 
dent of the corporation, said: 

Fifty-four participating carriers have applied for loans aggregat- 
ing $89,076,457. Of this amount $52,002,782 has been withdrawn from 
the docket as representing requests beyond the scope of the plan or 
funds which could be secured from other sources. The remaining 
$37,073,675 is divided between approved loans of $30,937,199 and deferred 
items of $6,136,476. Loans made total $26,647,959, and payments total 
Sob eso 709 leaving the net outstanding as per balance sheet of 

5, i 

In the first few months following organization, the Credit Cor- 
poration was without funds and its assistance to applicant carriers 
was limited to commitments that were to be taken up as fast as 
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receipts warranted. As a result of this situation and in furtherance 
of a carefully prepared program, the Reconstruction Finance Corpora. 
tion advanced against the Credit Corporation’s commitments, $1¢. 
064,942.50. It is gratifying to report that the present outstanding 
commitments of $4,289,240, include but $2,170,500 of such Reconstruc. 
tion Finance Corporation temporary loans. 


EXCESS INCOME REPORTS 


With Commissioner Aitchison noting a dissent, the Com. 
mission, by divsion 1, has found in a decision in Finance No, 
3765, Illinois Terminal Company excess income, that the car. 
rier received excess net railway operating income subject to 
recapture of $675,449.98 from March 1, 1920, to December 31, 
1924. An order has been entered requiring payment to the 
Commission of that sum of money. 

The report stated that on December 20, 1922, after the 
initiation of the recapture proceedings, the name of the respond. 
ent was changed from Illinois Terminal Railroad Co. to Illinois 
Terminal Co. In 1928, as a condition precedent to leasing cer. 
tain properties, the respondent was required to lodge with the 
Commission $800,000 in cash and $800,000 par value of securities, 
as collateral security for payment of amounts which subse. 
quently might be found due from the respondent under section 
15a, for the periods 1920 to 1927, both inclusive. Recently, said 
the report, under agreement with the Commission the respond. 
ent substituted $1,000,000 par value of other securities in lieu 
of the $800,000 cash. The order now entered provides that if 
the Illinois Terminal does not pay the $675,449.98 found due 
under the recapture clause, the securities held as collateral, or 
so much thereof as may be necessary for the purpose, shall be 
sold and the proceeds applied in payment of the recapture 
debt. The order requires payment in 90 days from date of 
service of the order. 

The recapturable amounts, by years and the valuation in 
each year on which the net railway operating income was con- 
puted follow: 1920 (last ten months), $115,334.33; valuation, 
$1,980,000; 1921, $44,121.84; valuation, $2,115,000; 1922, $122. 
593.35; valuation, $2,210,000; 1923, $205,762.32; valuation, $2, 
240,000; 1924, $187,638.14; valuation, $2,250,000. 

In a proposed report in Finance No. 3680, Cisco & North- 
eastern Railway Co. excess income, Examiner Roscoe F. Walter 
has recommended that the Commission find that the carrier 
has recapturable excess income of $49,541.58 attributable to the 
last five months of 1920 and the year 1921, based on valuations 
of $970,000 for 1920 and $1,290,000 for 1921. 


TURMOIL IN COAL RATES 


The Commission, in I. & S. No. 3801, has suspended supple 
ment No. 40 to Pittsburgh & West Virginia I. C. C. 225 for the 
statutory period of seven months from September 9. In that 
supplement the Pittsburgh & West Virginia made reductions in 
rates on bituminous coal from mines on its rails in the Pitts- 
burgh district to match reductions made by the Wheeling & 
Lake Erie to Ohio destinations. 

The Pittsburgh & West Virginia claimed that it was neces- 
sary for it to make reductions equal to those made by the 
Wheeling & Lake Erie to preserve the long existing relationship 
in rates between No. 8 Ohio district and the adjoining district 
in Pennsylvania. The spread in rates between No. 8 and the 
adjoining Pennsylvania district, prior to the Ohio reduction, 
was 10 cents a ton. It had been in effect for a long period of 
years. The Pittsburgh & West Virginia claimed that unless it 
matched the Ohio reductions operators on its line in Pennsyl- 
vania in competition with mines in No. 8 district would be at a 
disadvantage which they could not overcome. 

Suspension of the interstate rates of the Pittsburgh & West 
Virginia, however, will not affect the Ohio intrastate rates. The 
trunk lines serving Pennsylvania districts are expected to ask 
the Commission to institute a thirteenth section proceeding 
against the rates maintained in Ohio under the orders of the 
Ohio commission. 

Suspension of the P. & W. V. rates was asked by the trunk 
lines and the Wheeling. (See Traffic. World, September 3, 
p. 419.) 


RAILROAD SECURITY ISSUES 


In the first eight months of this year the Commission aD 
proved issues of securities by railroads with an aggregate face 
value of $934,532,383. In August the total approved was $98, 
012,580. The securities include stock, bonds, notes, assumption 
of obligation and liability, equipment trust certificates and re 
ceivers’ certificates. 


TENTATIVE VALUATION 
Valuation No. 1119, tentative valuation report on property 
of Deep Creek Railroad Co. as of December 31, 1927. By the 
Commission, division 1. Final value, owned and used, $445,000; 
used but not owned, $20. 
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September 10, 1932 


NEEDLESS FOURTH SECTION WORK 


A. C. Fonda and H. B. Cummins, chairman and vice-chairman, 
respectively, of the Texas-Louisiana Tariff Bureau, have asked 
the Commission to vacate its amendment, dated May 2, to fourth 
section order No. 9133, issued in connection with the Commis- 
sion’s decision in No. 14150, Corporation Commission of Okla- 
homa vs. A. & S. et al., 98 I. C. C. 183. The effect of such vaca- 
tion would be to allow the relief granted in fourth section order 
No. 9133 to stand until the Commission disposed of No. 17000, 
part 8, Hoch-Smith cottonseed, its products and related articles. 

The Texas and Louisiana lines assert that the amendment 
of May 2 imposes a palpable injustice on them by placing upon 
them a large and unnecessary task in that it requires them at 
a time when the tariff bureau, with a reduced force of rate and 
fourth section experts available to it, is bending every effort to 
readjust, temporarily, the level of rates on cottonseed, cotton- 
geed cake and meal to meet truck competition in Texas and be- 
tween Shreveport, La., and Texas 

“It is most assuredly an undeserved hardship for your peti- 
tioners,” says the application for a vacation of the amendment, 
“to have to stop constructive work and put the force of men en- 
gaged therein in changing rates and routes that will accomplish 
nothing more than a further diminution of traffic over routes 
that must be closed to satisfy an amended circuity rule.” 


Arguing for a continuance of things as they are, the peti- 
tioners point out that the present fourth section relief has been 
in effect more than seven years and that both the carriers and 
the shippers have adjusted their business in accordance there- 
with. They assert that the record upon which the May 2 amend- 
ment was entered involved only two issues, namely, the intra- 
state rates on seed only in Arkansas against the interstate rates 
on seed from Arkansas to Memphis, Tenn.; and a plea of the 
St. Louis Southwestern and the Deering Southwestern for a 
greater degree of circuity than that allowed by the original 
fourth section order No. 9133 and prior amendments for the two 
roads in question so that they might participate in certain rates 
on seed only from and to a very limited number of points in 
northeastern Arkansas and southeastern Missouri to Memphis. 

Fonda and Cummins declare that the order of the Com- 
mission went far beyond the scope of the fourth section problem 
considered in the reopened No. 14150 case in that the said order 
(the May 2 amendment) diminished from 70 to 50 per cent the 
degree of circuity allowed departure routes by the prior orders 
in respect of the rates on seed, hulls, cake, meal, oil and foots. 

“What the Commission did,’ say the petitioners, “was to 
enter a general order contracting the degree of circuity allowed 
all lines in the whole docket, No. 14150 territory on cottonseed 
and all the products thereof upon a record that was necessarily 
limited to rates on seed only and from and to a very limited 


number of origins to a single destination.” 
The petitioners regard the amendment of May 2 as evidence 
of a change of the Commission’s mind. As to that they say: 


This change in relief can be but one of two things, viz.: (1) with- 
drawal of numerous routes from participation in traffic previously 
available to them under the prior relief and rate orders, or (2) clear- 
ance of the fourth section troubles by rate reductions that would 
involve non-departure routes as well as departure routes. 


The Commission’s change of mind respecting a_ reasonable degree 
of circuity naturally raises this question, to wit: Were the departure 
rates over routes that fall within the 70% degree but without the 
50 per cent degree of circuity prescribed by the rate orders in docket 
14150; and, if they were, should not the rate orders be relaxed so as 
to fully conform to the new relief order? This is not an idle question 
because it most assuredly raises the further question as to what 
the Commission intends in a rate case involving rates between each 
pair of stations in a wide expanse of territory such as the docket 
14150 area, when it commands all defendants to cease and desist 
from charging the rates found to be unlawful, and, further com- 
mands that a complete and new structure of rates be substituted 
therefor and “established and maintained over all routes according 
as they participate in the transportation.” 

In docket No. 14150, 98 I. C. C. 183, the relief orders and the rate 
orders were presumably issued together, and they became effective 
simultaneously ; hence, it is not illogical for a defendant to assume 
that, except in cases where an exemption may be claimed under 
Section 15(4) of the act, it is required to establish and maintain the 
prescribed reasonable maximum rates between all points it may serve 
we the limits of relief fixed or allowed by the relief orders. 

ether or not this is a logical understandnig of the Commission’s 
oe may be open to debate; but, the fact remains that_numerous 
— falling within the 70 per cent degree but without the 50 per cent 
mn me of circuity as fixed in the original order 9133 and the May 2, 1932, 
res endment, have maintained the docket 14150 rates, which are based 
a a mance formula, for more than seven years; but, must now 

7 their routes to the prescribed rates or start an endless chain 
of rate reductions. 
ys study of a long line of Commission decisions treating with 
of the section problems persuades us that the one and only function 
ion Bg gens J rule is to curb or prevent supposedly wasteful hauling. 
Saute is seemingly presumed by the Commission that all departure 
may —— exceed a given length, are wasteful. The presumption 
= shan right in some instances and wrong in others, although it 
~ pt that the only proof of waste is in cost of service. With 
with nation of waste as a principle there can be no quarrel; but, 
gives os presumption that waste inheres in all routes that exceed a 

ength there is ground for most respectful protest. 
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There is not a case of record in which the Commission has pre- 
scribed a mileage scale of rates and a short-line, rate-determining 


formula, and commanded unduly circuitous routes, i. e., routes that 
exceed the authorized degree of circuity set forth in the relief orders, 
to refrain from participation in short-line rates. The combined effect 
of the rate orders and the relief orders is that the unduly circuitous 
routes may not participate in short-line rates with relief. This leaves 
the circuitous routes free to break down the rate structure if so to 
do conforms to their idea of justice to themselves. And, there 
is not a single case of record where a circuitous though non-departure 
route has been commanded to not participate in rates made on the 
short-line formula. It may be true that there are not many cir- 
cuitous non-departure routes, except in the case of group rates; but 
the illustration serves the purpose of affording a foundation for the 
observation that elimination of waste should be accomplished by pro- 
visions of the act more appropriate to the subject than is the fourth 
section of the act, which treats with a particular type of discrimi- 
nation, and that a rule founded on cost of service should be evolved 
and enforced in a way that will cause the burden of elimination to 
fall equally upon all routes, be they departure or non-departure routes. 


The immediate burden cast upon all respondents operating in the 
docket 14150 territory is this. Although a decision in docket 17000, 
part 8, which involves the rates on cottonseed and all the products 
thereof in the whole 14150 area, is regarded as being imminent, and 
it is known that the decision will bring on the usual stupendous 
task of taking care of fourth section problems that will inhere in 
the new rates, all of the respondents in the docket 14150 territory 
must now make a complete examination of the rates and all the 
routes in which they participate for the purpose of ascertaining 
whether or not the diminution in the degree of circuity compels any 
changes in rates or routing. This is a long and tedious task, espe- 
cially where the rates are published as mileage scales in conjunction 
with routing restrictions. The circuity limitation is itself a routing 
restriction when published in conjunction with mileage scales; hence, 
when a new routing restriction is imposed on top of the ones already 
in the tariffs, the latter having been established primarily to enforce 
the right of the several carriers to their long haul, it becomes neces- 
sary to make a detailed check of the tariffs to ascertain whether or 
not the added routing restriction will have the effect of leaving no 
route open to traffic under the prescribed rates. It is not incon- 
ceivable that there are many single routes now maintained on traffic 
moving to/from local points, which are more than 50 per cent but less 
than 70 per cent circuitous as measured by the rate-determining 
formula; hence, it is clear that the closing of such single routes by 
the new restriction would leave no prescribed rate in effect, or 
would compel opening of new routes, Which short-haul the carrier. 

The combined effect of present routing restrictions and the new 
restriction imposed by the May 2 amendment to fourth section 
order 9133 certainly cannot be fully and fairly ascertained without a 
laborious examination of all tariffs that were published pursuant to 
the Docket 14150 rate and relief orders and which have stood the 
test of time since 1925, 

In response to a petition filed by counsel for the southwestern 
lines the Commission has postponed the effective date of the May 2 
amendment to fourth section order 9133 from Oct. 2, 1932 to November 
2, 1932. This may help a little; but, it is by no means certain that 
all rates and routes in the present tariffs can be checked again to 
see whether or not they are affected by the May 2 order. The task 
imposed by said order is stupendous, and, in our judgment, is not 
justified by the meagre facts considered by the Commission in the 
reopened docket 14150 case, 183 I. C. C, 172. Neither the carriers 
nor the shippers interested in rates in the docket 14150 territory 
had notice that the Commission would consider in the reopened 
case a general diminution in the degree of circuity allowed departure 
routes in respect of rates on cottonseed and all of its products. 
They most assuredly had reason to believe that the specific fourth 
section question presented by the St. L. S. W. Railway and the 
Deering Southwestern Railway would be the only fourth section 
matter acted upon. 

That the shipping and consuming public have some interest in 
the problem arising from the May 2 amendment to fourth section 
order 9133 is made apparent by the fact that there are certain 
transit privileges such as the grinding-cracking-in-transit of cotton- 
seed cake at points on some of the routes that would be obliged to 
withdraw their participation in the No. 14150 rates between certain 
points because of the new circuity limitation. Your petitioners have 
not endeavored to develop ths fact in great detail because it is obvious 
that if routes must be closed to prescribed rates for direct move- 
ments the transit privileges must go with the elimination of routes. 

The large and unnecessary task imposed by the May 2 amend- 
ment to fourth section order 9133 comes at a time when your peti- 
tioner with the reduced force of rate and fourth section experts 
available to them are bending every effort to readjust temporarily 
the level of rates on cottonseed and cottonseed cake and meal to meet 
truck competition in Texas and between Shreveport, La., and Texas. 
It is most assuredly an undeserved hardship for your petitioners to 
have to stop constructive work and put the force of men engaged 
therein in changing rates and routes that will accomplish nothing 
more than a further diminution of traffic over routes that must be 
closed to satisfy an arhended circuity rule. 

Whether or not the Commission agree with our arguments and 
observations concerning elimination of waste, the function of the 
circuity rule, and what is commanded by the rate orders in docket 
14150, we sincerely believe we have shown the palpable injusticce of 
the May 2 amendment to fourth section order 9133; hence, it is most 
respectfully requested that said order be rescinded and that the relief 
afforded by the original order 9133 and prior amendments be allowed 
to stand until the whole matter of rates and relief is disposed of in 
docket 17000, part 8. 


GREEN COFFEE-SUGAR RATES 


A fight that may become nation-wide has been precipitated 
by proposed reduced rates on green coffee and sugar from the 
Gulf ports to Ohio River crossings and the territory beyond. As 
developed at the time this was written most of the objections that 
had been stated were aimed at the rates on coffee. (See Traffic 
World, August 20, p. 339.) Broadly speaking, southern carriers 
and dealers in the middle west were on one side of the con- 
— and northern, eastern and western railroads on the 
other. 

Reduced rates on sugar are carried in supplement No. 54 to 
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Emerson’s I. C. C. No. 156, dated to become effective October 1. 
The proposed lower rates on green coffee are carried in supple- 
ment No. 86 to Emerson’s I. C. C. No. 174, dated to become 
effective September 18. Of course, other tariffs and supplements 
also carry the proposed lower rates. 

Formal protests against the reduced rates on green coffee 
have been filed by carriers in western territory except the IIli- 
nois Central, the Kansas City Southern, Missouri Pacific, and 
Texas & Pacific; and New England and trunk line railroads. 
The Baltimore Association of Commerce has also asked for sus- 
pension of the green coffee rates. The Mississippi Valley Barge 
Line Co. has asked for the suspension of both the sugar and 
green coffee rates. 

A protest asking for the suspension of the green coffee sup- 
plement also has been filed by the Seaboard-Great Lakes Cor- 
poration, the General Motorship Corporation, the Marine Transit 
Corporation, and the Despatch Shipping Corporation. 

Telegrams or letters objecting to suspension have been filed 
by the Texas & Pacific; H. H. Miller & Co., J. J. O’Connor Cof- 
fee Co., Davis G. Evans Coffee Co., and Handley & Kinsella 
Coffee & Spice Co. of St. Louis; Ouerbacker Coffee Co., and 
Bollinger Hancock Coffee Co. of Louisville; the Green Coffee 
Association of New Orleans, Inc., Durand, McNeil, Horner Co., 
Chicago, and the Memphis Frieght Bureau. 

The government barge line is a party to the reduced rates 
by reason of concurrence authority it has given to railroad freight 
tariff publishing agents. The Mississippi Valley Barge Line Co., 
in its request for suspension, speaks of the participation of the 
government barge line in the proposed rates as if it were nom- 
inal and not in accord with the views of that transportation 
agency. 

The widespread character of the controversy is implicit in 
the fact that while technically there is no relationship of the 
rates on sugar and green coffee from and via the Atlantic, Gulf 
and Pacific ports, there has long been an implied relationship on 
account of the striving of importers of coffee and refiners of 
sugar to obtain what each thinks is his or its share of the big 
market for coffee and sugar in and around Chicago. 

What is proposed in the way of new rates on sugar, it is 
believed, is shown by the rates in the Emerson supplement 
from New Orleans to Chicago, Cincinnati, and St. Louis. At 
present the rate from New Orleans to Chicago and Cincinnati 
is 54 cents on a 60,000 pound minimum. The present rate from 
New Orleans to St. Louis is 50 cents on a like minimum. The 
Emerson tariff proposes a rate of 37 cents on a 60,000 pound 
minimum and 28 cents on an 80,000 pound minimum from New 
Orleans to Chicago; 34 cents on a 60,000 pound minimum, and 
28 cents on an 80,000 pound minimum from New Orleans to 
Cincinnati; and 32 cents on 60,000 pounds and 26 cents on 80,000 
pounds from New Orleans to St. Louis. 

Sugar and coffee, according to the protest of the Mississippi 
Valley Barge Line Co., constitute by far the most tonnage han- 
dled by that barge line. The barge line said that if its tonnage 
in 1931 had been handled under the proposed rates on the 
usual differential of barge line rates under rail rates, the loss 
in revenue to it would have been $117,036.84 or 13.5 per cent 
of the total freight revenue of $863,639.38. 


“If the reductions here proposed are permitted to become 
effective,” says the barge line petition, “this protestant will be 
forced to retire from the transportation of these commodities 
because it could not operate except at a loss under rates made 
the usual differential under the rail rates. Naturally it could 
not attract any movement to its line on a parity with rail 
rates. This protestant began operation in October, 1930, and 
has experienced fairly satisfactory results, conditions consid- 
ered. But if it is compelled to withdraw entirely from the 
transportation of commodities constituting 40.1 per cent of its 
business, it is doomed to failure. It is no exaggeration to say, 
oe that in this situation it is fighfing for its very ex- 
stence.” 


In the course of its argument the barge line said that 
based on a loading of 40 tons to a car the proposed rates would 
cause loss of revenue to the Illinois Central of $100 a car on 
all the sugar traffic, a total of $842,380 a year. 

“When it is considered,” says the barge line protest, “that 
for the total of 669,111 tons carried by that line in the year 
1931 its total revenue was $1,804,215, the significance of that 
loss becomes apparent.” 

The barge line submitted a considerable number of figures 
tending to show that if it desired to remain in the business 
of carrying sugar, it would have to take divisions for north- 
bound upstream movement as low as $1.62 a ton. That, it 
said, was virtually the same as the lowest southbound or down- 
stream rate which had come to its attention. 

The barge line said it had canceled its concurrence in the 
proposed rates on sugar and coffee. It said that the proposed 
rates were unlawful because they would destroy legitimate 
water competition. 

The Commission by means of a six section permission al- 
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lowed the southern rail carriers to publish a rate of 25 cents 
on sugar, 40,000 pounds minimum, from New Orleans to Mem. 
phis, and points continguous to that city. That was a reduction 
from 39 cents. The barge line said that it had asked for the 
suspension of that reduction, but that the rate had been alloweq 
to become effective before its request was received. The barge 
line said that it handled very little sugar to Memphis, being 
precluded from that business by the storage arrangements jp 
effect on the government barge line. It said it mentioned the 
Memphis situation in this protest merely to forestall any tenq. 
ency on the part of the carriers in replying to rely on the 
Memphis rate as an opening and supporting wedge in the pend. 
ing situation. 

Under the present state of the law the barge line saiq jt 
was protected from a situation such as was in the making jp 
three ways. It said that the rail lines might not lawfully reduce 
their rates to a point at which they would be unreasonably low 
or not reasonably compensatory; beyond the point where they 
not only met but killed legitimate water competition; and to 
such an extent that the proposed adjustment would create a 
situation contrary to the declared policy of Congress to foster, 
encourage, and develop both rail and water transportation. {It 
said that it had established its operation knowing full well that 
it had the protection of the law and that it asked, in this peti. 
tion, at the hands of a body designated by law to apply that 
protection. 

The Seaboard-Great Lakes Corporation and those joined 
with it in its request for suspension declared that the proposed 
rates on green coffee would violently alter the relative adjust. 
ment of rates now in existence. They said that perhaps as to 
a few of the destinations involved the southren lines might 
consider the proposed drastic reductions as warranted by fears 
of water and truck competition. But such considerations, they 
added, could not warrantly account alone or even primarily for 
the proposed drastic reductions in the farther distant places in 
western trunk line, Illinois freight and central freight associa- 
tion territories. Doubtless, they said, the southern lines ex. 
pected that reductions from north Atlantic ports involved in 
fourth section application No. 14806, made by the northern lines 
in the rates on green coffee, would be allowed to become effec- 
tive. They called the Commission’s attention, however, to the 
fact that fourth section permission to make the reductions with- 
out reducing the rates at intermediate points was denied, not 
granted. That application, they pointed out, was based on the 
competition of the lines on the Hudson River, the New York 
state barge canal and the Great Lakes. 

The trunk line railroads said that such disparity between 
the levels of the green coffee rates as proposed in the tariffs 
of the southern lines and the existing higher rates of the trunk 
lines from Atlantic ports could not be changed until fourth 
section relief was obtained. Therefore, they said, allowing the 
proposed rates to become effective could not be otherwise than 
seriously detrimental to the interests of all north Atlantic ports 
and the carriers serving them. 

The western lines alleged that the proposed rates were 
lower than necessary. They added that in the event of the 
reduced rates being allowed to become effective it would be 
absolutely necessary to make corresponding reductions from 
other shipping points, with the consequent depletion of earnings 
of western carriers on coffee traffic. 

The Baltimore Association of Commerce said the Gulf rates 
should be suspended to avoid the disturbance of port relation- 
ships which they would bring about, pending action by the 
Commission on the application of the north Atlantic lines, in 
order that any general revision of rates from the Gulf and north 
Atlantic might be made simultaneously in the interest of proper 
port relationships. The association said that the proposed rates 
from the Gulf were unduly low even in comparison with the 
basis which was being considered for application from the north 
Atlantic ports. The question, the association said, was similar 
to that before the Commission in I. and §S. No, 3718, involving 
rates from the Gulf on practically all import traffic. 


LOUISIANA SUGAR RATES 


Revised railroad rates on sugar cane moved in Louisiana 
intrastate traffic have been ordered as a result of the hearing 
conducted by Commissioner Dudley J. LeBlanc in Lafayette, La., 
August 30. The new rates are emergency for one year, subject 
to change on proof that the carriers cannot make money under 
them or when they apply for another hearing. The schedule, 
based on distance, is: Up to 10 miles, 25 cents a ton; 10 to 
15 miles, 35 cents; 15 to 20 miles, 40 cents; 20 to 30 miles, 50 
cents; 30 to 50 miles, 60 cents; 50 to 100 miles, 75 cents; 100 
to 150 miles, $1.20; 150 to 200 miles, $1.60. The existing rate 
was 60 cents, regardless of distance. The suggestion was made 
at the hearing that the sugar mills give the railroads the haul 
on the finished product in recognition of the lowered cane rates. 
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September 10, 1932 


PRACTICES OF CARRIERS 


The Warehousemen’s Protective Committee which has 
been taking a prominent part in the hearings in Ex Parte 104, 
part 6, practices of carriers, by means of a statement issued by 
tT, A. Adams, its chairman, has drawn the attention of its 
members to what it contends is the fallacy of the compensatory 
rate theory which it says is being urged by the Merchandise 
Division of the American Warehousemen’s Association. 

“We feel strongly that if the Merchandise Division cannot 
support the case which we started,” says Mr. Adams’ state- 
ment, “then it should remain out of that case and not impede 
our efforts in the manner that they are being impeded by the 
compensatory rate theory. We insist on complete separation 
of railroad and commercial warehouse business, while the com- 
pensatory rate theory contemplates that the railroads may con- 
tinue in the commercial warehouse business at any place in 
the United States on condition that they charge so-called com- 
pensatory rates.” 

In reciting what he called the history of the movement to 
get the railroads out of the warehousing business, Mr. Adams 
said that the subject was first brought up at the annual meet- 
ing in December, 1916. ‘For more than five years,” he said, 
“we were entertained by assurances that our relief would be 
obtained in a decision by the Interstate Commerce Commission 
in docket 12681 through action of the committee on ports and 
port terminals of the Merchandise Division of the American 
Warehousemen’s Association.” Mr. Adams said that there was 
no comfort in either the first or second report of the Commis- 
sion in that case for the members interested in the present 
proceeding, credit for the initiation of which Mr. Adams took 
for the Warehousemen’s Protective Committee. He said that 
the present proceeding was the outcome of the facts laid by 
its members before the Commission. 

Mr, Adams declares that at the 1932 annual meeting of the 
American Warehousemen’s Association the efforts of the pro- 
tective committee to obtain a resolution by the Merchandise 
Division of the association that would carry a clear-cut en- 
dorsement of the committee’s position in Ex Parte 104, part 6, 
was blocked by the members of the committee on ports and 
port terminals “acting in conjunction with representatives of 
railroad controlled warehouses.” 

“The members who attended that meeting will recall,” says 
Mr. Adams’ statement, “that our opponents circulated printed 
matter purporting to show that the railroads had then filed 
with the Interstate Commerce Commission their tariffs which 
increased their storage rates to the so-called compensatory 
basis. That was manufactured propaganda. The railroads had 
not then and have not up to the present time filed rates on the 
so-called compensatory rate basis. They never had any inten- 
tion of filing such rates.” 

Mr. Adams says that the committee counsel informs it that 
the Commission would not have any control over rates for 
commercial warehousing and storage even if they were filed, 
because the jurisdictional and penal sections of the statutes 
and the minimum rate fixing power of the Commission have 
no application to rates for commercial warehousing or storage. 
He added that in so far as railroads filed rates for commercial 
warehousing and storage they could disregard them at will 
without incurring any statutory penalty. 


RAILROAD EARNINGS 


Class I railroads of the United States for the first seven 
months of 1932 had a net railway operating income of $123,- 
926,226, which was at the annual rate of return of 0.92 per cent 
on their property investment, according to reports filed by the 
carriers with the Bureau of Railway Economics. In the first 
seven months of 1931, their net railway operating income was 
$297,464,734, or 2.20 per cent on their property investment, ac- 
cording to the bureau, which adds: 





Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies, and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes, and equipment rentals, but before 
interest and other fixed charges are paid. 

This compilation as to earnings for the first seven months of 
1932 is based on reports from 167 Class I railroads representing a 
total of 242,140 miles. 

Gross operating revenues for the first seven months of 1932 

totaled $1,839,254,554 compared with $2,564,567,683 for the same period 
in 1931, or a decrease of 28.3 per cent. Operating expenses for the 
first seven months of 1932 amounted to $1,472,358,701 compared with 
$1,996,808, 648 for the same period one year ago or a decrease of 26.3 
per cent. 
.., Class I railroads in the first seven months of 1932 paid $173,626,- 
719 in taxes compared with $191,766,919 for the same period in 1931, 
or a decrease of 9.5 per cent. For the month of July alone, the tax 
bill of the Class I railroads amounted to $24,424,635, a decrease of 
$3,941,545 under July the previous year. 

Seventy Class I railroads operated at a loss in the first seven 
months of 1932, of which 23 were in the eastern, 14 in the southern 
and 33 in_the western district. : 
Class I railroads for the month of July alone had a net railway 
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operating income of $11,596,851, which, for that month, was at the 
annual rate of return of 0.49 per cent on their property investment. 
In July, 1931, their net railway operating income was $56,960,177 or 
2.39 per cent. 

Gross operating revenues for the month of July amounted to 
$237,813,054 compared with $377,004,575 in July, 1931, a decrease of 
36.9 per cent. Operating expenses in July totaled $191,751,529, com- 
pared with $280,072,510 in the same month in 1931, a decrease of 
31.5 per cent. 

Eastern District 


Class I railroads in the eastern district for the first seven months 
in 1932 had a net railway operating income of $103,323,854, which 
was at the annual rate of return of 1.54 per cent on their property 
investment. For the same period in 1931, their net railway operating 
income was $162,963,058 or 2.43 per cent on their property investment. 
Gross operating revenues of the Class I railroads in the eastern 
district for the first seven months in 1932 totaled $952,333,522, a 
decrease of 25.9 per cent below the corresponding period the year 
before, while operating expenses totaled $730,865,450, a decrease of 
26.6 per cent under the same period in 1931. 

Class I railroads in the eastern district for the month of July 
had a net railway operating income of $9,755,950 compared with 
$24,762,689 in July 1931. 


Western District 


Class I railroads in the western district for the first seven months 
in 1932 had a net railway operating income of $14,115,600, which was 
at the annual rate of return of 0.29 per cent on their property in- 
vestment. For the same seven months in 1931, the railroads in that 
district had a net railway operating income of $106,172,432, which 
was at the annual rate of return of 2.15 per cent on their property 
investment. Gross operating revenues of the Class I railroads in the 
western district for the first seven months’ period this year amounted 
to $661,661,646, a decrease of 30.7 per cent under the same period 
in 1931, while operating expenses totaled $549,518,554, a decrease of 
25.5 per cent compared with the same period in 1931. 

or the month of July alone, the net railway operating income 
of the Class I railroads in the western district amounted to $3,057,890. 
The net railway operating income of the same roads in July, 1931, 
totaled $29,366,156. 
Southern District 


Class I railroads in the southern district for the first seven 
months of 1932 had a net railway operating income of $6,486,772, 
which was at the annual rate of return of 0.35 per cent on their 
property investment. For the same period in 1931, their net railway 
operating income amounted to $28,329,244, which was at the annual 
rate of return of 1.52 per cent. Gross operating revenues of the 
Class I railroads in the southern district for the first seven months 
in 1932 amounted to $225,259,386, a decrease of 30.5 per cent under 
the same period in 1931, while operating expenses totaled $191,974,- 
697, a decrease of 27.1 per cent. 

Class I railroads in the southern district for the month of July 
had a net railway operating deficit of $1,216,989, compared with a 
net railway operating income of $2,831,332 in July 1931. 


CLASS I RAILROADS—UNITED STATES 
Month of July 


Per cent 
1932 1931 decline 
Total operating revenues.......... $ 237,813,054 $ 377,004,575 36.9 
Total operating expenses.......... 191,751,529 280,072,510 31.5 
ree er re 24,424,635 28,366,180 14.9 
Net railway operating income...... 11,596,851 56,960,177 79.6 
Operating ratio—per cent.......... 80.63 74.29 pee 
Rate of return on property invest- 
eS eine nent rep ume meee fe 0.49% 2.39% 
Seven Months Ended July 31 
Total operating revenues.......... $1,839,254,554  $2,564,567,683 28.3 
Total operating expenses.......... 1,472,358,701 1,996,802,643 26.3 
DE, cnet kw ad one ckk ie dew e iS wk en-5 173,626,719 191,766,919 9.5 
Net railway operating income..... 123,926,226 297,464,734 58.3 
Operating ratio—per cent........... 80.05 77.86 bose 
Rate of return on property invest- 
WE 65.60 605.08 600644 60640500005 0.92% 2.20% 


EXCISE TAXES AND FREIGHT CHARGES 


The question of computing the base for application of the 
excise taxes imposed by the revenue act of 1932, in connection 
with freight charges on the articles on which the taxes apply, 
is dealt with in informal ruling No. 84 issued by the Bureau 
of Internal Revenue. The ruling follows: 


A number of examples will be cited below of the various con- 
ditions under which goods are sold by manufacturer, etc., and a 
conclusion will be indicated with respect to the question of how tax 
shall be computed in each case in so far as a transportation or 
delivery charge is involved. 

1. A manufacturer sells goods f. o. b. factory or point of origin. 

The tax in this case is, of course, on the manufacturer's selling 
price without reference to any freight charges which may be paid 
by the purchaser to secure delivery of the goods. 

. (a) A manufacturer prepays the transportation charges on 
goods sold. The same charge is made for the goods in all parts of 
the United States without reference to the amount of transportation 
charge which may be involved. 

The same situation as above with the exception that the 
manufacturer makes a higher charge in the case of goods delivered 
to points west of the Mississippi River than is charged for the same 
goods delivered east of the Mississippi River. 

In the cases described under (a) and (b) the price upon which 
the tax is to be computed is that amount which the manufacturer 
receives for the taxable articles less the amount of any transporta- 
tion charges paid by the manufacturer to effect delivery. In other 
words, the basic price upon which tax is to be computed is the 
difference between the amount the manufacturer receives from its 
customer (or the invoice price) and the cost of effecting transportation 
and delivery to the customer. 

3. A manufacturer sells taxable merchandise ‘freight deductible’’ 
or “freight allowed.’’ The purchaser at the time of remitting deducts 
from the amount of the invoice any freight charges he may have 
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paid to secure delivery of the goods from the place of manufacture 
to the purchaser’s place of business. 

The price upon which the tax should be computed in this case is 
the amount which the purchaser remits after deducting the trans- 
portation costs permitted in accordance with the terms of the sales 
agreement. 

4. A manufacturer located in Bridgeport, Conn., sells goods to a 
dealer in Kansas City, Mo., f. 0. b. Bridgeport, Conn. However, in 
order to equalize competitive conditions the manufacturer credits 
the dealer, as an allowance against the invoice price, with an amount 
equivalent to the difference between the transportation cost from 
Bridgeport to Kansas City and the transportation cost from Indian- 
apolis, Ind. (the nearest competing point) to Kansas City. 

In this case tax is to be computed upon the invoice price less 
the amount of the special allowance for the freight differential, where 
it does not exceed the amount actually paid by the manufacturer 
as a transportation charge. In other words, the net return to the 
manufacturer is the basic sales price for purposes of the tax. 

5. A question has arisen in connection with the deduction of 
drayage charges. 

Where a definite amount is paid by a manufacturer of goods to 
another person performing a transportation service by motor truck or 
otherwise, in order to secure delivery of goods at a customer’s place 
of business located in a city other than that in which the manu- 
facturer is located, the amount of such transportation or delivery 
=" is to be excluded from the price upon which the tax is com- 
puted. 

It must be borne in mind that no transportation or delivery cost 
may be excluded in computing the sale price of an article for the 
purpose of determining the basis of the tax, unless a manufacturer 
maintains adequate records and retains freight bills and other evi- 
dence of the transportation and delivery charges incurred.: The records 
must be in such shape that an examining officer of the bureau may 
readily determine that the amount of transportation and_ delivery 
charges claimed as a deduction has actually been paid. It is in- 
cumbent upon every manufacturer seeking to exclude transportation 
and delivery charges paid by him from the total amount charged 
for goods sold, to cataution that the exact amount of transportation 
and delivery charges has been paid by him or has been paid by the 
purchaser and deducted from the amount of the invoice. 





COMMISSION ORDERS 


No. 25359, sub. 1, Taylor Refining Co. vs. A. & R. et al. Texas 
Co. permitted to intervene. 
No. 25359, East Texas Refining Co. vs. A. C. et al. Alamo Re- 


fining Co. permitted to intervene. 

1. & S. 3130, Southwestern rates, and cases grouped therewith. 
Effective date of order of May 10, 1932, is postponed until December 

No. 17000, part 2, Western trunk line class rates, and No. 19195, 
Alliance Chamber of Commerce et al. vs. A. & R. et al. Order of 
May 11, 1931, is amended and modified to include the issues, whether 
since October 1, 1928, class rates between Alliance, Neb., and points 
east of the Indiana-Illinois state line under consideration in No. 
19195, were unreasonable or otherwise unlawful, and whether repara- 
tion should be awarded to complainants in No. 19195 because of such 
unlawfulness if it be found to exist, that the order of May 11, 1931, 
is amended and modified to include the issue whether the class 
rates charged on complainants’ shipments between the points de- 
scribed in the next preceding paragraph were in violation of section 
6 of the interstate commerce act prior to October 1, 1928, and 
whether reparation should be awarded to complainants in No. 19195 
because of such violation if it be found to exist; and that the pro- 
ceedings is reopened for further consideration on the records as 
made in the original and reopened proceedings, and also for further 
hearing upon the issues described in the order of May 11, 1931, as 
amended and modified by the present order. 

1. & S. 3511, coke between points in C. F. A. and Ilinois territories. 
Indiana State Chamber of Commerce permitted to intervene. 

No. 13535 et al. Consolidated Southwestern Cases. Lincoln (Neh.) 
Chamber of Commerce permitted to intervene. 

No. 25442, San Pedro Chamber of Commerce et al. vs. A. T. & S. 
F. et al. Los Angeles Chamber of Commerce permitted to intervene. 

No. 22315, Liberty Lime & Stone Co., Inc., vs. A. & R. et al. 
Order further modified to become effective on October 31, 1932, upon 
not less than 30 days’ notice instead of September 30, 1932. 

No. 24216 (and Sub. 1), St. Johns Cooperative Co. et al. vs. C. 
S. & M. et al., and No. 24065, Millett Elevator Co. vs. G. T. W. et al. 
Petition of defendants, for reargument and reconsideration by which 
postponement of effective date of order is sought, denied, in so far 
as it requests postponement of effective date of order. 

No. 13413, In the matter of automatic train control devices. Pro- 
ceeding reopened for further hearing at such time and place as 
Commission may hereafter direct to permit Missouri Pacific to sub- 
mit evidence in support of said petition. 

No. 25355, Lone Star Asphalt & Petroleum Corporation of Texas 
et al. vs. A. & S. et al. Texas Co., permitted to intervene. 


No. 25422, Deep Rock Oil Corporation vs. A. & W. et al. Cham- 
ber of Commerce of Shreveport, La., permitted to intervene. 
No. 25226, National Brick Co. vs. C. & et al. Traffic 


Bureau of Ft. Dodge Chamber of Commerce permitted to intervene. 

Finance No. 9556, Application of Denver Intermountain & Sum- 
mit for certificate to acquire and operate that part of the line of 
Cc. & S. extending from Denver to Leadville, Colo. State of Colorado 
permitted to intervene. 

Finance No. 9582, Application of Denver, Leadville & Alma for 
certificate to acquire and operate that part of line of Colorado & 
Southern extending from Denver to Leadville, Col. State of Colo- 
rado permitted to intervene. 


X-RAY AND RAILS 


As a result of extensive experiments and tests that have 
been made by engineers and designers, the X-ray has been de- 
veloped to the point where, in the interest of providing still 
greater safety in rail transportation, it is now extensively used 
to detect flaws in metals which are to go into the construc- 
tion of railway equipment of all kinds, according to the mechan- 
ical division of the American Railway Association. 

“Through the use of the X-ray it is now possible to examine 
minutely, with the same accuracy as the surgeon can locate a 
fractured bone, a piece of metal several inches thick and up 
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to about fifty feet in length,” says the association. “Such an 
examination will show defects and flaws or any other impertfee. 
tions, if there be any, down to 2/100 of an inch, or slightly 
less than the size of a pinhead. 

“After elaborate tests to determine its practicability, not 
only from the standpoint of safety but also from that of economy 
the railways and equipment manufacturers have in recent years 
increased the use of welding for many purposes, including the 
construction of tank cars and boilers. By the use of the X-ray 
it is now possible to examine welds of metal in order to deter. 
mine whether both parts have been properly joined together 
The X-ray is also being extensively used for the examination 
of castings and forgings, so as to insure that only the best 
materials are used in railway service.” 


IN-COM-CO CLUB QUITS BUSINESS 


Ord L. Strayer, director of purchases of the In-Com-Co 
Club, the organization of employes of the Commission, has noti- 
fied members of the clubs that the stores section of the division 
of purchases of the club has been abolished by orders of the 
board of directors of the club. Articles on hand in the store 
of the club have been offered to members at reduced prices in 
order to effect a quick wind-up of the business. 

“We want to get out of business quick,” said Mr. Strayer ip 
a bulletin to members. 

The division of the club ordered abolished has bought goods 

in wholesale quantities for its members. 
_ This activity of Commission employes was brought into the 
limelight recently by Representative Shannon, chairman of the 
special House committee that is investigating government com- 
petition with private business, in an address before the Midland 
Club at Chicago. (See Traffic World, August 27, p. 385.) He 
criticized the activity. Washington merchants, said he, had 
protested against it. 





CHANGE IN DOCKET 


Hearing in No. 25215, American Tar Products Co., Inc., et al. 
vs. Ky. & Ind. Terminal R. R., assigned for September 7, at Pitts- 
burgh, Pa., before Examiner Disque, was canceled. 


THE DRY FLO TANK CAR 














“dry-flo” car introduced 


The first public showing of the 
this year by the General American Tank Car Corporation for 
the transportation of dry-flowing solids, was held in Chicago 


recently. Many shippers and railway executives attended the 
event. 

This new form of tank car is loaded through six openings 
at the top and unloaded automatically through a bottom outlet. 
It is claimed that it will mean substantial savings for shippers 
of granular materials. It is now engaged at various points 
transporting cement, pulverized sand, lime, and other products. 
Tests are being conducted to determine its value in shipping 
food products and special ladings. 

“We have been working on this car for two and a half 
years,” said R. C. Pierce, vice-president in charge of engineel- 
ing of General American Tank Car Company. “Thousands of 
miles of road tests were made before the dry-flo car was al- 
nounced.” 











Sept 
_ 


~ > © 7! © @D WO 


a 


No. 1] 
ce 


Ich an 
Derfec. 
lightly 


Y, not 
omy, 
years 
1g the 
X-ray 
deter. 
ether, 
lation 
best 


m-Co 
hoti- 
‘Ision 
f the 
Store 
2s in 
er in 
oods 
' the 
the 
-0m- 
land 


had 


tts- 


geptember 10, 1932 


The Traffic World 


PAGE 467 








Ocean Shipping News 





OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


HE Far East Conference lines operating out of New York and 
Waker Atlantic coast ports have adopted their long proposed 
contract and non-contract system of rates. The new plan, which 
was designed more effectively to meet non-conference competi- 
tion, virtually covers the entire conference tariff. 

Under the new system those shippers contracting to move 
all of their business on vessels controlled by the Far East Con- 
ference lines will get a special freight rate, but those who do 
not will have to pay higher non-contract rates, 

Several shippers have already signed the new agreement, 
and it is expected that the majority of the others will do so 
shortly. The new rate system is also negotiated with freight 
forwarders and brokers, many of whom recently denounced the 
proposed plan as illegal, as it would prevent them from taking 
advantage of the lower rates quoted by non-conference lines. 

The contract and non-conference system of rates hag been 
used by several other steamship conferences for some time 
and it is believed that the Far East group sought legal advice 
before it adopted the plan. Conference lines take the position 
that they are entitled to give lower rates to shipprs who 
patronize their ships exclusively. 

Representatives of the Far East Conference lines were 
elated over the new system, as they believe that it will result 
in the stabilization of freight rates in their trades and ulti- 
mately bring into the conference fold those companies who are 
now operating independently. 

Officials of the Far East Conference lines also feel that the 
action of the Intercoastal Conference lines, in extending their 
agreement for six months, will prove beneficial to the Far East 
carriers, especially in connection with the former’s trans- 
shipment business to and from the Far East via the Pacific 
coast. The extension of the intercoastal agreement will be 
followed by increased freight rates and this, naturally, will 
result‘ in stiffening the rates quoted by the Far East carriers. 

In order to combat increased non-conference competition, 
the Transpacific Hong Kong Freight Bureau has applied con- 
tract and non-contract rates to all items. This is the first of 
the Pacific homeward conferences to adopt the contract system. 
The plan is effective from September 1, 

A. L. Burbank and Company, Ltd., general agents for the 
Shepard Line, announce that it will continue its regular inter- 
coastal service and will abide by Intercostal Conference rules 
and regulations, but will continue to quote C. line differential 
rates. 

It is learned that the Shepard Line will not participate in 
the intercoastal pool in view of its adherence to the C. line 
rate scale, which has been abandoned by the other lines, which 
are now divided into two groups, designated as A. and B. The 
pooling plan has been adopted as a means of compensating the 
lines in accordance with frequency of sailings. 


The Calmar Line, which is not actually a member of the 
conference, is pledged to observe the conference rates and regu- 
lations and also is eligible to share in the pool. It is not known 
whether it will elect to do so. The Panama Mail Line is to 
start charging A. rates with the sailing of the new Santa Rosa 
November 24, 


The U. S. Atlantic and Gulf/West Coast of Mexico, Central 
and South America Conference announces that, effective on and 
after October 1 the conference lines will assess an extra pre- 
paid charge of 2.2 per cent of the freight charges, instead of 
1%c a hundred pounds as heretofore, on all shipments clear- 
ing from New York, N. Y., and/or New Orleans to west coast 
Mexican ports, in accordance with recent Mexican legislation, 
which has imposed additional taxes on maritime transportation. 


The Merchants’ Association of New York has been informed 
that, because of a cut in the appropriation for the maintenance 
of his consulate, the Consul General of Portugal in New York 
has been obliged to decrease his staff and to increase the time 
in which consular documents are retained. Shippers must fre- 
quently leave consular invoices and certificates of origin at the 
Consulate from three to five days. 

The only remedy under existing regulations is for shippers 
to prepare a declaration on their company’s stationery, ad- 
dressed to the Director of Customs at the port of destination 
in Portugal, reading as follows: 


_ It is not possible to secure a consular invoice to accompany this 
shipment because the Consulate General of Portugal in New York, 
due to the lack of adequate personnel and of funds to pay the present 
personnel for necessary overtime work, cannot issue the consular 
invoice before the sailing of the vessel on which the merchandise 
is being shipped. 


If this declaration is presented at the consulate, together 
with the consular and commercial invoices, and the consul can- 
not return the legalized consular invoice to the shipper before 
the sailing of the vessel, he will vise the declaration with the 
statement that it is true. The shipper can then forward it, 
together with the commercial invoice, to the consignee. This, 
on presentation at the Portuguese customs removes any possi- 
bility of a fine for the non-presentation of documents, and en- 
ables the consignee to clear his merchandise. 

There has been little change in the full cargo market situ- 
ation lately except for a slight increase in the number of fix- 
tures made in the last few days without, however, affecting 
rates, which remain on the 6c Montreal to Antwerp-Rotterdam 
basis. Two of the most recently reported fixtures were from 
Montreal to Antwerp-Rotterdam at 6c with option for Hamburg 
at 7c, option picked ports in the United Kingdom at 1s 9d and 
option Irish ports at 2s, both boats for last-half September 
loading, 35,000 quarters. Another cargo for Brazil was re- 
ported, a 2,808 net ton steamer from the Atlantic Range to 
Bahia, Rio de Janeiro and/or Santos on the basis of 10s one, 
10s 6d two or 11s three ports of discharge, and 6d extra if 
loaded in the Gulf, for September. An unconfirmed report had 
a large American vessel fixed to move corn from the Gulf to 
the Pacific Coast at $3.50 a ton, free in and out, for September. 

A few transatlantic sugar cargoes were taken, one of them 
from Cuba to Gothenburg for the first half of September on the 
basis of 15s. Time charters were confined to the West Indies 
and Canadian trades and no lumber or coal cargoes were 
closed. Tankers were slow, the only fixtures of interest being 
two clean boats from the Gulf, one for the United Kingdom or 
Continent at 9s with option Malmo-Stockholm range at 10s, 
prompt, and the other a part cargo from the Gulf to the Conti- 
nent at 11s for September. 

For the first time in months optimism is reflected in the 
Pacific coast freight and charter market, according to the re- 
port of the General Steamship Corporation for August. 

“The month closes with a well-defined spirit of optimism 
on the part of all connected with Pacific coast shipping,” says 
the report, “which is justified by an actual apparent trend to- 
wards increasing the volume of business.” Rates, however, 
still remain at low and unprofitable levels and there is an over- 
supply of tonnage, and it is predicted that there remains a long 
and difficult course ahead before real prosperity in these trades 
returns. 

In the Pacific Coast grain trade, China and Japan have 
been taking wheat from British Columbia at rates in the neigh- 
borhood of $2,00 to $2.45 but no shipments from American ports 
have materialized, due presumably to the higher price of Amer- 
ican wheat. Large blocks of wheat to move in time chartered 
tonnage are reported to have been booked from Vancouver to 
the United Kingdom and Continent at about 19s. Although no 
further business to Vladivostok was accomplished tonnage 
should be securable at about $2.50 to $2.60 per short ton. 

Other divisions of the Pacific coast market were generally 
dull, with few fixtures reported and little future business im 
sight. 

Advices from Genoa say that a new speed record is claimed. 
for the Italian liner Rex, which averaged 28 knots over a 600- 
mile run and attained a maximum speed of 29 knots, which is 
said to be the fastest trial any liner ever made. 


SEATRAIN RATES PROTESTED 


The Chicago Association of Commerce, the Southern Pacific 
on behalf of its steamship line, the Clyde-Mallory Lines and 
the Southern Steamship Company have asked the Commission 
to suspend any tariff or tariffs that may be filed with it pro- 
viding class and commodity rates via the Seatrain Lines, Inc., 
between the Atlantic seaboard territory, on the one hand, and 
the southwestern territory via Havana, Cuba, on the other. 
Advertisements of the proposed service have announced that 
it would be stablished on October 6. The route is ultimately 
to have two ships on it carrying freight cars containing lading. 
The first ship is scheduled to dock at New Orleans on Oc- 
tober 12. 
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Rates via this route, the protests say, are to be on the 
basis of the ordinary steamer rates now applicable via that 
route, published in Sedgman’s I. C. C. Nos. 217 and 218. The 
Chicago Association of Commerce petition for suspension says 
it is understood that the rates are to be made applicable via 
the new route and facilities by showing Seatrain Lines, Inc., as 
a party to the Sedgman tariffs. A further understanding by all 
the protestants is that the supplements to the Sedgman tariffs 
will be filed effective on one day’s notice under Rule 57 of 
the Commission’s Tariff Circular No. 20. That rule wags put 
into the tariff circular to enable railroads that have built new 
lines to establish rates without giving the ordinary notice of 
thirty days. One day’s notice, in practice, is no notice at all 
because the technicalities of tariff filing make it almost, if 
not wholly, impossible for the public to get a look at the tariff 
sent to the Commission’s files before it becomes operative. Gen- 
erally speaking, such a tariff is not regarded as coming within 
the scope of the Commission’s suspension power, although some- 
times such tariffs have been held up by suspension orders. 

Inasmuch as the Seatrain line takes the freight car and the 
lading thereof as a single package there is no breaking of bulk 
with the consequent cost of transfer from car to boat and boat 
to car, a cost that must be incurred in connection with the rail- 
water rates applicable via the protesting steamer lines, at rates 
the same as applicable over the break-bulk routes. 


Atlantic seaboard territory is composed of the whole of 
New England and the greater part of eastern trunk line terri- 


tory. The destination territory covers all of Louisiana, Ar- 
kansas and Texas and some points in Oklahoma and New 
Mexico. 


The Chicago body asks suspension because it believes the 
proposed rates will give competitors an advantage over its 
members. It urges that the relatively subnormal rates now 
applicable via the combined ocean-and-rail routes requiring 
break-bulk service, if applied for the “greatly superior service 
of Seatrain Lines, Inc., will tend materially to intensify the 
undue prejudice and discrimination under which the manufac- 
turers and distributors of the central west have been and are 
now laboring and would in corresponding degree add to the 
undue prejudice and advantage of competing manufacturers 
and distributors in eastern territory.” 


The Association of Commerce petition says the association 
has been informed that the Mallory, Southern Pacific and South- 
ern Steamship Co., with certain of their rail connections, have 
announced their intention of meeting the new competition by 
cutting under the Seatrain rates so as to retain their traffic. 


“It will thus be seen,” says the Association of Commerce 
petition, “that if the announcements of Seatrain Lines, Inc., 
and the present steamship lines are carried out, such action 
will in all probability precipitate a destructive rate war, as a 
result of which the interests of the interior shippers will be 
further jeopardized.” 


The Chicago petition says it understands that certain rail- 
roads have a financial interest in Seatrain Lines, Inc., which, 
if true, would render the proposed operation subject to section 
5 (10) (11) (12) of the so-called Panama canal act. It also 
suggests that operation of the route presents a case of the 
extension of the lines of the railroads having an interest in the 
boats. 

The Southern Pacific, also asking suspension, said that the 
entire rate adjustment to and from the southwest would obvi- 
ously be affected by the establishment of the sea and rail rates 
for application via what it said was the equivalent of all-rail 
transportation. 

The Clyde-Mallory Line petition said that the service over 
the proposed route would be as good or better than via all-rail. 

The Southern Steamship Co. said it had been informed that 
the Missouri Pacific system, Gulf Coast Lines and the Texas 
& Pacific would join in the service by means of supplements 
filed under Rule 57. It asked for suspension pending investi- 
gation to determine whether the proposal would be in contra- 
vention of the Commission’s southwestern adjustment or of the 
principles of rate making which had been prescribed by the 
Commission, 

All the protestants pointed out that the Commission in the 
Consolidated Southwestern Cases, 123 I. C. C. 203, had adjusted 
the rates between Atlantic seaboard territory and the southwest 
and that the proposal they were discussing would disregard that 
adjustment. 

The Commission has issued sixth section permissions to 
Seatrain Lines, Inc., authorizing it, on ten days’ notice, to file 
tariffs in disregard of the form provided in rules (H) and (I) 
pertaining td nonconcurrence rates and pertaining to the aggre- 
gate of intermediates, the applications indicating that Rule 57 
would not be adequate for its purposes. Necessity for permis- 
sion to disregard the rules mentioned will make it possible for 
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the Commission to consider the question of suspension betwee 
the time of filing and the effective date, at least as to some, jf 
not all, the tariffs. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 were approved by the Shipping 
Board September 7: 


Arbitration Agreement.—Trans-Atlantic Passenger Lines (Conf 
186): Agreement bears United States Shipping Board Bureau of 
Regulation and Traffic Conference Agreement Number 186, and is 
between Anchor Line, Anchor-Donaldson Line, Canadian Pacific 
Steamships, Cosulich Line, Cunard Line, French Line, Gdynia-Amer. 
ica Line, Hamburg-American Line, Holland America Line, Italian 
Line, North German Lloyd, Norwegian America Line, Red Star Line 
Scandinavian-American Line, Swedish American Line, United States 
Lines and White Star Line. Agreement provides for appointment of 
a supreme arbitrator. 

2005—Prince Line, Ltd., with Silver Line, Ltd.: Arrangement 
provides for the operation of a fortnightly joint service of vessels of 
the Prince Line and the Silver Line in their New York-Far East 
Round-the-World Services via United States Atlantic, Gulf and 
Pacific coast ports and the Far East. Each line is to furnish five 
vessels and should conditions in the trade warrant additional vessels 
will be added by mutual consent, each line to contribute equally to 
such tonnage increase in so far as practicable. 

2015—Panama Pacific Line with Swedish American Line, Swedish 
America Mexico Line and Transatlantic Steamship Co., Ltd.: Covers 
through billing arrangement covering shipments of canned goods, 
dried fruit and apricot kernels from United States Pacific coast load- 
ing ports of, Panama Pacific Line to Gothenburg, Malmo, Stockholm, 
Norrkoping and Helsingfors, via New York. 

2042—Barber Steamship Lines, Inc., with Furness Line: Agree- 
ment covers through shipments of hardwood lumber from the Philip- 
pine Islands to United Kingdom ports served by the Furness Line, 
with transshipment at San Francisco. Transhipment expenses at 
San Francisco are to be absorbed by carriers. 

2060—Panama Pacific Line with Compagnie Generale De Navi- 
gation a Vapeur (Fabre Line): Covers through billing arrange- 
ment covering shipments of ivory nuts from Balboa to Barcelona, 
with transshipment at New York. 

2061—Panama Pacific Line with Munson Steamship Line: Ar- 
rangement covers through shipments of ivory nuts from Balboa to 
Buenos Aires, with transshipment at New York. Cost of transfer 
is to be absorbed by the lines. 


Agreements Modified 


Atlantic Conference Agreement (128-10): Agreement bears United 
States Shipping Board Bureau of Regulation and Traffic Conference 
Agreement Number 128-10, and is between Anchor Line, Anchor- 
Donaldson Line, Canadian Pacific Steamships, Ltd., Compagnie Gen- 
erale Transatlantique, Cosulich Line, Cunard Line, Furness Line, 
Gdynia-America Line, Hamburg-Amerika Linie, Holland-America 
Line, Norddeutscher Lloyd, Norwegian America Line, Red Star Line, 
Seandinavian American Line, Swedish American Line, United States 
Lines and White Star Line, and is approved, effective this date; 
without prejudice, however, to any proceeding which may be brought 
under the shipping act involving said modification or allegation of any 
action by the carriers pursuant to said modification violative of or 
inimical to any of the regulatory provisions of the shipping act, 1916, 


as amended. Modification relates to exceptions to regular passenger 


rates, 


SERVICE TO ORIENT 


Appointment of the General Steamship Corporation, Ltd., 
as agent at Los Angeles and San Francisco for the Kawasaki 
Kisen Kaisha (K Line) of Kobe is announced. A fast direct 
service from these California ports to Japanese and North 
China ports will be offered twice a month. Ships engaged in 
the trade are: Ryoyo Maru, Bordeaux Maru, Oregon Maru, 
Soyo Maru, Norway Maru, Norfolk Maru, Tosei Maru, Wales 
Maru, and Florida Maru. 

The K Line announced at the same time that the Yamishita 
Shipping Company would continue to represent the K Line 
services out of Portland, Seattle, and Vancouver and that com- 
pany will maintain a representative in the San Francisco 
offices of the General Steamship Corporation, Ltd. Captain G. 
Unno will hold this post and will cooperate especially with 
shippers in connection with bookings for movement from the 
northern territory. 

The new arrangement becomes effective with the loading 
of the Ms. Soyo Maru sailing from Los Angeles September 26 
and from San Francisco September 29. 

Allen K. Hulme, manager of the Chartering Department 
of the General Steamship Corporation, Ltd., will supervise the 
company’s K Line department. 


PRAISES S. S. MANHATTAN 


The United States Lines’ S. S. Manhattan is without doubt 
the finest cabin ship ever built, according to W. Irving Glover, 
Assistant Postmaster General, who has returned to Washiné- 
ton after making the round trip on the maiden voyage of the 
vessel to U. K. and continental ports. The Postmaster Gel- 
eral, said he, will urge the United States Lines to build a third 
vessel to supplement the Manhattan and the Washington, which 
is being completed. He said he had urged P. A. S. Franklin 
and other officials of the United States Lines to consider the 
building of a third liner of the Manhattan-Washington type. 
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yr, Glover said the Manhattan was accorded enthusiastic re- 
ceptions in the foreign ports at which it called. 





SHIPPING BOARD HEARINGS 

The Shipping Board has postponed until further notice hear- 
ings scheduled to be held at Oakland, Calif, September 15, in 
formal complaint dockets Nos. 83 and 85, Oakland Chamber of 
Commerce and City of Oakland vs. American Mail Line, Ltd., 
et al., respectively, and at San Francisco, Calif., September 13, 
in investigation docket No. 84, Dollar Steamship Lines, Inc., Ltd., 
ys. Peninsular & Oriental Steam Navigation Co. et al. Parties 
to the cases asked for the postponements. 


OCEAN MAIL CONTRACTS 


Representative Lankford, of Virginia, called on President 
Hoover, September 8, to solicit his support for the granting of 
an ocean mail contract under the Jones-White marine subsidy 
act to the American Hampton Roads Line, of Norfolk, Va., 
operating in the north Atlantic trade. The operators of the 
line for the Shipping Board are prepared to buy it if an ocean 
mail contract is awarded the line, according to Mr. Lankford. 
Sale of this line and the board’s Gulf lines would be made pos- 
sible if mail contracts were assured the purchasers and this 
would practically wind up the board’s activity as in the ship- 
ping business, said he. 


BLACK DIAMOND LINES 


The Shipping Board has approved a request of the Amer- 
ican Diamond Lines, Inc., purchaser of the American Diamond 
Lines, for permission to change the name of the service to 
“Black Diamond Lines.” The parent company, the Black Dia- 
mond Steamship Corporation, has operated in the North At- 
lantic-Holland-Belgium service over so long a period that the 
name “Black Diamond Lines” is associated with the line more 
so than the name American Diamond Lines, and for this reason 
it has been considered advantageous from a trade standpoint 
to have the name “Black Diamond Lines” made official, accord- 
ing to the board. 


AMERICAN SHIPBUILDING 


American shipyards, August 1, were building or under con- 
tract to build for private shipowners 95 vessels aggregating 
161,492 gross tons, compared with 96 vessels aggregating 179,911 
gross tons on July 1, 1932, according to the Department of 
Commerce. Nine of the ships, over 1,000 gross tons had an 
aggregate gross tonnage of 96,500. 


PANAMA CANAL TRAFFIC 


In August 314 commercial vessels transited the Panama 
Canal and the tolls aggregated $1,440,848.87, according to a 
radiogram received by Secretary of War Hurley from the gov- 
ernor of the canal. In August last year the number of com- 
mercial transits was 390 and the tolls, $1,770,202.71. In July 
this year the number of transits was 326 and the tolls, $1,468,- 
728.36. In the six months ended with August the number of 
commercial transits was 2,066, as compared with 2,516 for the 
corresponding period of 1931, and the tolls amounted to 
$9,415,773.16 as compared with $11,342,485.42 in the 1931 period. 


BARGE COTTON RATES 


Officials of the government barge line and southwestern 
railroads have been in conference relative to establishment of 
barge-and-rail rates on cotton as the result of the Commission 
hot suspending the rail changes in rates, rules and regulations 
applicable on cotton from Arkansas, Oklahoma, Louisiana, Ten- 
nessee and southeastern states to gulf ports, principally New 
Orleans, and to points in southern and official territories and 
Canada. (See Traffic World, August 27, p. 379.) Major Gen- 
eral Ashburn, president of the Inland Waterways Corporation, 
Said he expected to make an announcement shortly with respect 
to the barge-and-rail rates. 


IMPROVEMENT OF WATERWAYS 


Secretary of War Hurley has approved allotment of $717,000 
for continuation of dredging and regulating works in the 
Mississippi River between the Ohio and Illinois Rivers and for 
completion of two twenty-inch pipeline dredges for use on the 
Mississippi and Ohio Rivers. Of the total, $260,000 is for the 
dredges, An allotment of $85,000 has been approved for com- 
pletion of a rubble mound jetty on the north side of the en- 
trance of Tillamook Bay and Bar, Ore. 
for Secretary of War Hurley has approved allotments of $17,000 
ved dredging in the Willapa River and Harbor, Wash., and 
$32,000 for repairs to the west breakwater of Agate Bay, Minn. 
_ An allotment of $200,000 for dredging two sections of the 
Intracoastal waterway, Cape Fear River, N. C., to Winyah 
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Bay, S. C., south from Little River, S. C., has been approved 
by the Secretary of War. An allotment of $60,000 for con- 
struction of a tripping bar weir at Dam No. 29, Ashland, Ky., 
in the Ohio River, has been approved. 


ASHBURN STIRS THE WATERS 


The Trafic World Washington Bureau 


A statement prepared in the office of General Ashburn, 
president of the Inland Waterways Corporation, announcing that 
the advisory board of the corporation, in view of representa- 
tions made by A. P. Calhoun, vice president of the American 
Barge Line Company, had adopted a resolution recommending 
that the government barge line join with independent boat lines 
in the formation of an association for the advancement and 
protection of mutual interests, was the cause of complications 
involving Secretary of War Hurley, General Ashburn, and the 
press, late Sept. 2. 

The statement said that the view was expressed to the 
board by Mr. Calhoun that, in view of “the persistent effort by 
the railroads to destroy independent operations through con- 
stant reduction of railroad rates beyond reasonable compensa- 
tory rates,” it became imperatively necessary to organize an 
association of water lines as had been proposed some time 
ago by General Ashburn. The statement pointed out that the 
recommendation of the board was subject to the approval of 
Secretary of War Hurley, who, under the law, is the boss of 
the government barge lines. 

The statement was sent from General Ashburn’s office to 
the War Department press room for distribution to the press. 
A few copies of it were received by representatives of the press 
before Secretary Hurley saw it. The “story” was put on the 
“wires.” Then word came from Secretary Hurley that the 
statement should be “killed.” An effort was made to get the 
press to “kill” the story, but, in view of the fact that it had 
been broadcast for some minutes, that effort was not successful. 

It was surmised that Secretary Hurley objected to the 
“slant” that an organization of barge lines, of which the gov- 
ernment lines would be a part, was to engage in a battle with 
the railroads. It was recalled that the secretary’s office had 
suspended the cotton rates that the barge line put in some 
months ago after railroad officials had protested to President 
Hoover, and that these rates were not restored. 

It was stated at the Secretary’s office that he would not 
discuss the matter until he had seen General Ashburn. 

The statement which Secretary Hurley desired “killed” 
follows: 

“The advisory board of the Inland Waterways Corporation, 
at its meeting today, passed the following resolution: 


; 

In view of representations made by Mr. A. P. Calhoun, vice- 

president, American Barge Line Company, this board recommends 

that the Inland Waterways Corporation join with independent boat 

lines, in the formation of an association for the advancement and 
protection of mutual interests. 


“The idea for the formation of such an association was 
advanced by General Ashburn, president of the Inland Water- 
ways Corporation, in April, 1931, and was not altogether favor- 
ably received at that time. 

“The view was expressed to the board by Mr. Calhoun, that 
in view of later developments, and the persistent effort by the 
railroads to destroy independent operations through constant 
reduction of railroad rates beyond ‘reasonably compensatory’ 
rates, it became imperatively necessary to organize the associa- 
tion suggested by General Ashburn the preceding year, as with- 
out the aid of the Inland Waterways Corporation, the greatest 
and most powerful inland water transportation agency in the 
United States, little could be accomplished through independent 
action. The underlying idea was that the Inland Waterways Cor- 
poration, having successfully demonstrated its own ability to 
operate successfully and profitably, was by the enunciation of 
Congressional policy bound to do all in its power to aid inde- 
pendent operators to succeed, thereby hastening the day when 
the government could withdraw from the business. Mr. Cal- 
houn stated that he thought a very large per cent of water 
carriers, common, contract, and private, were exceedingly 
anxious for the Federal Barge Line to take the initiative in 
forming such an association. 

“After lengthy discussion the board adopted the resolution 
referred to, leaving to General Ashburn, if the recommendation 
were approved by Secretary Hurley, the program to be followed 
to carry into effect the policy proposed.” 

Secretary Hurley said September 6 he would not make a 
ruling on the recommendation of the advisory board of the 
Inland Waterways Corporation that the corporation join in 
forming an association of barge lines before he left this week 
for the west coast. He said he had had no opportunity to study 
the matter. 
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OPPOSITION TO BARGE LINE 


New Orleans, La.—Vigorous demands for withdrawal of 
government aid for inland waterway carriers and relinquishment 
of the federal barge line to private capital to be operated under 
restrictions comparable to those imposed on rail carriers were 
laid before the Shannon Congressional committee at its New 
Orleans hearing by spokesmen for railroad labor. The dele- 
gation, led by E. J. Foster, John C. Porteous, Jesse W. Ford, 
and others, cited unemployment of labor as resulting from the 
operations of the Inland Waterways Corporation. 

The workers contended that no benefit accrued to the pub- 
lic unless actual transportation costs were lowered, but where 
some part of these costs were transferred to them through 
taxation the shipper might gain but the public did not. After 
five years’ operation, indicated by sponsors of the Denison act 
as sufficient for the test of Inland water navigation, the workers 
declared, even with free use of a $135,000,000 channel costing 
$4,700,000 to maintain annually, the federal barge line had 
failed to show any return on capital invested in barges, tow- 
boats, tugs, terminals, and other equipment. 

“It is the contention of the railroad workers,” they de- 
clared, “that, considering the accumulated deficits resulting from 
operation of the Inland Waterways Corporation, the experi- 
mental time of wastage of the public’s money has long since 
passed and the withdrawal of the government from the field 
of competitive transportation cannot reasonably be delayed.” 

Items of cost omitted by the Inland Waterways Corporation 
in its operating cost reports but which must be considered by 
by private operators were listed as follows: Leasehold on ter- 
minals; adequate charge and maintenance of river channels; 
inclusion of all items of expense instead of listing as profit and 
loss; payment of all local, state and federal taxes; payment 
of interest on what would be construed as the funding debt— 
the $11,958,283 in net assets transferred to the Inland Water- 
ways Corporation by Congress. 


Other criticisms aimed at the barge lines included the 
following: That the barge line published rates in advance in- 
stead of agreeing with rail carriers on the division of the joint 
rates prior to publicaiton (a test of constitutionality of the law 
has not been made); that in joint barge-rail rates the railroads 
are compelled to absorb a part of the differential accorded 
shippers for water transportation; that the barge line must use 
the rail lines to reach into the interior to obtain sufficient freight 
to operate and while so doing deprive the rail carriers of the 
all-rail haul to destination; that switching charges are based 
on reciprocal service by carriers, but the barge line, having no 
switching equipment, enjoys the nominal rate without reci- 
procity; that the barge line ignores the 20 per cent differential 
in the case of grain cargo, according much lower rates. 

The barge line, said the workers, could post a terminal-to- 
terminal rate effective immediately while rail carriers must 
give 30 days’ notice. “These barge line rates between river 
points,” they charged, “though generally published, are not 
filed with the Commission or with any regulatory body and are 
departed from at pleasure, and so-called ‘contract rates’ are 
made for the benefit of shippers offering traffic in large vol- 
ume. With such rates, the railroads cannot compete because of 
restrictions placed on them under the interstate commerce act. 
This situation not only affects traffic moving between river 
points proper, but, in many instances, affects the through move- 
ment from and to interior points. The barge line makes secret 
rates for favored shippers, a practice which the government 
itself has vigorously condemned and provided heavy penalties 
for violation in the case of rail lines.” 


W. H. Hoffman, traffic manager for J. T. Gibbons, Inc., grain 
merchants, advised the committee that it was impossible to 
get cargo space from St. Louis via the federal barge line unless 
the order went through the Farmers National Grain Corpora- 
tion. Attempts had been made to book space for 10,000 bushels 
of oats or corn via the barge line through his broker, he said, 
but, after being advised no space was available, he obtained 
it, with immediate confirmation, through the corporation. 

A delegation representing the New Orleans ship repair 
plants, headed by Warren Johnson, of Johnson Iron Works and 
Dry Dock, complained that the establishment of repair facil- 
ities by the Inland Waterways Corporation, when proper service 
at reasonable cost could be obtained from existing facilities, 
had caused unemployment. 

R. W. Dietrich, river transportation committee chairman, 
American Warehousemen’s Association, summarized the fight 
of that organization with the federal barge line because of free 
storage and other discriminatory practices aimed against 
licensed warehouses. Based on experiences of the warehouse- 
men with the government operation of barge lines, he said, they 
looked forward to relinquishment of the water service to private 
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capital. He criticized the prospective extension of barge ing 
service by the Inland Waterways Corporation to the Great 
Lakes-St. Lawrence seaway when the waterway is completeg 
as tending to increase tremendously the surplus of transpor. 
tation, electrical power, and warehousing facilities at the oy. 
pense of existing agencies and the coal mining industry. 


MOVE FOR EQUALIZATION 


A state and nation-wide drive “to stop the spending of 
taxpayers’ money for subsidies to waterways and commercia] 
highway traffic, and to bring all forms of transportation under 
equal regulation,” will be launched at a mass meeting at the 
St. Paul, Minn., auditorium Friday night, September 16. Speakers 
will discuss the problems resulting from the competition be. 
tween the railways, motor trucks, and busses, barge lines and 
coastal steamers. 

The meeting is sponsored by the railway employes of 
Minnesota who find themselves out of jobs or their employment 
imperiled largely, they think, as a result of traffic being diverted 
from the railways by what they say is unfair competition. Ip 
normal times the railways employ about 40,000 persons in Min. 
nesota. 

Rigid, unflexible regulation, according to the railway 
workers, shackles the railways in meeting new competition, 
while the railways’ competitors are encouraged by subsidies 
to waterways and coastal shipping through the Panama Canal, 
as well as by use of the public’s large investment in highways 
without adequate compensation. 

The meeting will follow a convention earlier in the day at 
which delegates from 65 “ship by rail” clubs in various parts 
of the state will form a state organization to Correlate the 
work of the smaller units and to expand the movement to na- 
tional scope. 

The principal speaker at the public meeting will be Samuel 
O. Dunn, editor of the Railway Age. He will speak on the 
public’s interest in restoring equality of competitive oppor- 
tunity among the various forms of transportation. The view- 
point of the farmers will be presented by R. W. Keeler, of 
Chokio, Minn., treasurer of the Livestock Shippers’ association. 
Shippers will be represented by Paul Scheuemann of the North- 
west Shippers’ Protective Association. ‘Officer Mulcahey” of 
press and radio fame, in the person of Frank Madden, is 
scheduled to conclude the program with observations on the 
dwindling rights of private automobile owners to the safe and 
convenient enjoyment of their roadways. 

An educational campaign and organizing of political strength 
will be the immediate objectives of the state body, according 
to Joseph J. Brown, chairman of the advisory board of the 
temporary organization formed recently. 

“Taxpayers, automobile owners, farmers, shippers, dealers, 
manufacturers, insurance policyholders, savings bank depositors 
and investors are all vitally affected by various phases of this 
problem,” said Mr, Brown. ‘“We are sure that, when they 
understand how their own interests are tied in with ours, We 
shall have their active support in obtaining the state and fed- 
eral legislation necessary to make every transportation agency 
stand squarely on its own feet and to have all forms of trans- 
portation treated fairly and alike in the matter of taxation and 
regulation. 

“We face the fact frankly that the public interest comes 
first. But we propose to tear away the prejudice, selfishness, 
demagoguery and false economic doctrines that confuse these 
issues. 

“The railway managements have had and are having no part 
in this organization. It is a natural development of the interests 
of railway workers. About six years ago a number of ship 
by rail clubs were organized by employes in various towns 
where railway men were being thrown out of work on account 
of the curtailment of train service resulting from the loss of 
traffic to the highways. 

“More recently it has been recognized that the problems 
with which these local groups sought to deal were of state 
and national scope, and to be met effectively would require state 
and national organizations. : 

“At a meeting in St. Paul in July a temporary state organ! 
zation was effected which now has a membership of 16,000, 
while the number of local clubs has increased to 65.” . 

W. T. Hullinger is chairman of the temporary organization, 
which maintains offices in the Globe building. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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MOTOR TRUCK SURVEY 


N attempt to throw light on the cost of motor freight trans- 
portation operations is revealed in a bulletin reporting 
the results of a survey of intercity motor truck freight trans- 
portation for hire made public by the Department of Commerce 

September 9. 

The survey, according to Frederick M. Feiker, director of 
the Bureau of Foreign and Domestic Commerce, was conducted 
in 1931 jointly by the Bureau of Public Roads of the Depart- 
ment of Agriculture and the Bureau of Foreign and Domestic 
Commerce of the Department of Commerce. 

“The principal objects of the investigation,” said Mr. 
Feiker, “were to secure available data on (1) motor equipment 
in use, particularly as to types and weights of vehicles, (2) 
radius of haul, and (3) costs of operation. 

“The survey was made under the general supervision of 
E. W. James, chief, division of highway transport, Bureau of 
Public Roads, and A. Lane Cricher, chief, division of transpor- 
tation and communication, Bureau of Foreign and Domestic 
Commerce. William G. Eliot, 3d, Robert A. Montgomery, and 
Frank B. Curran, of the Bureau of Public Roads, and Welling- 
ton McNichols, of the Bureau of Foreign and Domestic Com- 
merce, conducted the field investigation and compiled this 
report.” 

The report deals with equipment, operations, transporta- 
tion costs, and operating costs in detail. The information con- 
tained in it, according to the report, was obtained, through 
personal interviews, from 217 motor-trucking concerns in 41 
states and the District of Columbia. 

“Data as to truck and trailer equipment and hauling radius 
were generally available, especially from operators making reg- 
ular trips over fixed routes,” says the report. “Comprehensive 
figures on operating costs, however, were scare, only 122 firms 
supplying cost data in sufficient detail to permit statistical 
analysis. The inadequacy of accounts and records for the in- 
dustry as a whole may be attributed to numerous circumstances, 
but its rapid growth, the large proportion of small-scale opera- 
tions, and unstable competitive conditions are probably the 
most important. Motor trucking as an industry is still new 
and unorganized. Equipment and methods have been changing 
rapidly. There is little accumulated experience for guidance, 
and each operator must work out almost alone the solution 
for his own particular problems. 

“Although there is apparent some tendency -toward con- 
solidation and large-scale operation in the motor-freight field, 
the industry is still predominatingly one of small fleets and 
individual management. Scientific accounting is the exception 
rather than the rule, direct personal familiarity with the busi- 
ness taking the place, however inadequately, of elaborate 
records. 

“Under such circumstances it is natural that the available 
statistical data should be limited in scope. Statistical conclu- 
sions, therefore, must be accepted only as indicative of general 
tendencies, not as final evidence on the subject. 

“While a reasonable effort was made to show a true cross 
section of commercial truck operations, the final selection of 
cases was unquestionably influenced by the nature of the data 
sought. It was usually the better-known operators who were 
interviewed and reports were made only on those who were 
able to supply some details as to costs of operation. The re- 
ports show a preponderance of common carriers in states where 
certificates of convenience and necessity are required. This is 
due, at least in part, to the fact that the names and addresses 
of certificated carriers are on public file, and they are usually 
required to maintain records, in a prescribed form and to make 
periodic reports. In certain other states, however, the data 
show a disproportionate number of contract carriers. This is 
usually the case where there is no common-carrier legislation 
and truck operators are not compelled to assume the legal 
status of common carriers, even though they cater to the gen- 
eral public. 

“In proportion to their numbers, the small operators, espe- 
cially in rural communities, constitute the group least ade- 
quately represented. Typically, they employ one or two trucks, 
which may be engaged principally in local transfer work or 
private business. Accounting, if any, is likely to be inextric- 
ably mingled with personal transactions, while certain overhead 
or administrative costs are frequently ignored. 

“Very few of the truck operators interviewed were able to 


give as complete reports as were desired for the purposes of 


this survey. There was a wide variety of accounting and 
statistical systems in use, and even where full records were 
kept it was impossible to extract all the details of the opera- 
tion in a reasonable length of time. It was very difficult to 
secure comparable records, especially regarding costs of opera- 
tion. This will explain the fact that almost none of the statis- 
tical analyses shows a complete summary of data from all the 
concerns interviewed. In each case the analysis covers only 
the trucks or trucking for which the details were reported. 

“Of the 217 operators included in the survey, 103 reported 
a common-carrier business only, 41 contract hauling only, while 
73 reported both common-carrier and contract hauling. The 
disproportionate representation of the larger operators is 
brought out in Tables 1 and 2, showing gross revenues for 1930, 
and size of fleets, respectively.” 


Table 1—Gross Revenues, 1930, of Trucking Concerns 
Number of Per Cent of 





Gross Revenue Concerns Concerns 
SEU TR bin.b sb nisccnssdadesasddavebecewes 5 2 
ee a ee 14 6 
EY WO MS oc sce ckweseusdbesacessus 16 7 
EY Oe I 5 o. 6 s0sib6o 60 eden 0ée2000080 40 19 
Ee err ree 34 16 
oo ee re er eer ee 60 28 
INO TOVONUS GACR GIVER... occcccccvcccccese 48 22 
EE ee re Tn eT ee 217 100 
Table 2—Size of Fleets of Trucking Concerns 
Power Units All Units 
Number PerCent Number Per Cent 
of of of of 
Size of Fleet Concerns Concerns Concerns Concerns 
Oe Wi hi 6k stiwsdeacenes 16 7.4 15 6.9 
££ UO eer ee 31 14.3 22 10.1 
ee ID ance anoewdaes ene sn 69 31.8 58 26.7 
BO GO 26 WOR se 6c cccscccvecccs 30 13.8 35 16.1 
eS 8 eer ree 21 9.6 27 12.4 
OO GD BO WG ra vvccccsicccvcs OP 18.0 36 16.6 
ee BP Wi 6565405 00deaens 7 3.2 14 6.5 
- F fer ee 3 1.4 4 1.9 
100 vehicles and over........... 1 a) 6 2.8 
WO. Awetddewtesceouséeceen 217 100.0 217 100.0 


Equipment Data 

In a chapter on equipment, the report says the variety of 
equipment apparent in a comparison of different operations and 
different sections of the country is indicative of a marked 
specialization of motor truck chassis and body design for par- 
ticular types of hauling service. Even for general hauling, 
says the report, there is a wide range of sizes, ranging from a 
light express truck of one-half ton capacity to a six-wheeled 
tractor truck, a four-wheeled semi-trailer and a six-wheeled full 
trailer capable of carrying 90,000 pounds gross load, on 30 bal- 
loon tires. The report adds, however, that the latter heavy 
combination is no longer in use because of limit load regula- 
tions prescribed in the state in which the combination vehicle 
was registered. 

That license or registration fees assessed against trucks 
influence the choice of capacity seems to be demonstrated, it 
is stated, by the fact that in the 30 states in which the license 
fees (for.either common or contract carriers) are based on 
rated or actual capacity, the average capacity reported is 2.3 
tons, where for all other states the average is 3.1 tons. 

“The 2%-ton truck,” continues the report, “is the most 
favored size for intercity commercial hauling, according to the 
reports in this survey. In a total of 2,826 trucks for which 
capacity information was supplied, 510 were in this class, 
slightly over 18 per cent. Actually, these 214-ton trucks handle 
large overloads.” 

The report contains tables summarizing data on truck 
weights and loads. One of the more important aims of the 
survey was to obtain data relative to weights of trucks and 
loads carried. So far as it was obtainable, information was 
recorded covering the tare weights of the trucks used, the 
“usual loads” carried, and the gross weights of the loaded 
trucks. The “usual load” was taken to mean not an average 
load, but that load which the operator regarded as a normal 
or capacity load for a given vehicle. The usual load was not 
the maximum load, according to the report, as many operators 
stated they hauled loads considerably in excess of normal 
capacity under emergency conditions. Nor was usual load 
equivalent to rated capacity, as it is commonly agreed that 
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POINT 


O you thrill at the thought of tucking a shotgun under your arm 





on a brisk Fall morning and starting off across the stubble behind 
a pair of thorough-bred bird dogs? Can you picture them as they circle 
the field, their heads high in the air to catch the first lead to the covey? 
It is inspiring and spectacular, but after all it is only the method of 
working up the climax —the “point”. The dogs catch the first scent of 
game. They slacken their pace and wheel into the breeze. They trot, 
walk, almost tiptoe to keep from “flushing” the birds. Suddenly they 
freeze into a perfect “point”—every muscle taunt— tails straight and 


















sensitive nostrils extended — one of the most thrilling and dramatic 
scenes in the field of sports. 

For almost a century the Norfolk and Western Railway has been 
“working the field” between the Virginia Seacoast and the Midwest. 
It has been developing merchandise freight transportation — improving 
service— adding equipment— but always working toward a climax, the 
“point” — “Precision Transportation.” : 

Any Norfolk and Western representative will gladly tell you the 
dramatic story of “Precision Transportation” — the story of the years it 
took the N. & W. to come to the transportation “point”. He will be 
glad to tell you of the millions upon millions of dollars it cost to 
develop and completely equip one of the country’s most modern 
and efficient railways and of the unceasing care and energy it requires 
each hour of every day and night on the part of every employee to 
make this service worthy of its name—“Precision Transportation.” 
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practical working capacity is in excess of listed capacity, ac- 
cording to the report.’ Gross weight was computed as the sum 
of tare weight and usual load as defined above. The following 
table shows the average tare weight, usual load, and gross 
weight for trucks in the light, medium and heavy capacity 
groups: 


Table 6—Tare Weight, Usual Load, and Gross Weight of Trucks, by 
Rated Capacity Groups 


Tare weight Usual load Gross weight 
Number Average, Number Average, Number Average, 


Rated capacity of trucks pounds of trucks pounds of trucks pounds 








% to 1% tons (light)...... 143 4,043 121 3,129 99 7,220 
1% to 3 tons (medium).. 997 7,979 1,037 8,132 869 16,021 
3% tons and over (heavy). 585 13,366 592 13,690 566 27,363 

EE a6i00assbeseenes 1,760 9,408 1,784 9,585 1,568 19,457 


*Includes trucks for which rated capacity was not reported. 


Loading in excess of manufacturer’s rated capacity was 
found to be very general, especially on the medium capacity 
trucks. The largest trucks were apparently loaded somewhat 
below capacity, probably due in part to legal limitations on 
gross weight, according to the-report. It was noted that in a 
group of 111 trucks of 5% tons and over, the average load was 
7.6 per cent below the rated capacities. 

Pneumatic tires, it is pointed out, are rapidly displacing 
solid tires on motor trucks. 


Length of Haul 


“The distances over which trucks are being operated, as 
reported in this investigation, gave no clear evidence as to 
the profitable radius of motor hauling,” says the report. “Gen- 
eral statements are apt to be misleading, since there are many 
factors involved in determining the economic length of haul in 
any given case. The rates which the traffic will bear, the type 
of haul (that is, whether between points on fixed routes as in 
the usual common-carrier operation or to points not on fixed 
routes), the commodity hauled, the availability and cost of 
other means of transportation, whether return loads can be 
obtained, topography and road conditions, all share in setting 
the limit to motor-truck haul. 

“Regularly scheduled runs were reported in excess of 500 
miles between terminals. Occasional hauls, not on regular 
schedules, were reported up to 2,500 miles. Indirect informa- 
tion from other sources indicates that a very considerable 
amount of long-distance hauling is being done. Tires, for ex- 
ample, are being shipped by truck from Ohio factories as far 
as Omaha, St. Paul, and New York. Fully assembled automo- 
biles are transported on special semitrailers for distances as 
great as 1,000 miles from the factory. Fish have been trucked 
from Seattle to San Francisco. Fruits and vegetables move 
from the eastern shore of Maryland to New England. Live- 
stock is hauled 100 miles or more to stockyards in the middle 
west. Some of these long hauls have proved unprofitable, 
others apparently are continuing successfully, but it is clear 
that no definite limit can be set for motor hauling. 

“A clear distinction should be made between the expressions 
‘length of haul’ and ‘length of route.’ Where a trucking concern 
operates between two large centers of population, the bulk of 
modities, however, are not always carried from one terminal 
its freight will move the whole distance, especially if the trucks 
make an overnight run while business houses are closed. Com- 
of a route to another, but are frequently picked up or delivered 
en route. 

“The average haul of certificated motor-freight operators in 
the state of Washington can be approximated from reports of 
tonnage and ton-mileage data made to the department of public 
works. In 1930 this figure for 11 of the 25 common carriers 
interviewed in that state was 55 miles, as compared with 71 
miles for the average route of these same operators. This com- 
parison is only a rough one, since it does not take into con- 
sideration the probable greater number of trucks or more fre- 
quent service on the shorter routes, the average route shown 
being a simple unweighted average of the routes covered by 
each operator. 

Factors Affecting Rates 


“In the final analysis, it is the rate that an operator can 
obtain for hauling that determines the distance to which he 
will go. Rates, however, depend on many circumstances. For 
superior service by truck a shipper will pay only as much in 
excess of competing transportation rates as any added advan- 
tages of truck transportation may be worth. Between points 
served by rail or water transportation the profitable haul by 
truck ends where the railroad or navigation company can offer 
a lower rate after due allowance is made for cartage costs at 
shipping point and at destination and for other possible ad- 
vantages of truck service such as less rigid packing require- 
ments. 
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“No study of rates and rate making for truck hauling was 
attempted during this survey. In general, it may be said that 
truck rates are frequently based on rail tariffs where a com. 
petitive condition exists, the truck rates being either slightly 
higher, to cover pick-up and delivery costs, or approximately 
the same. However, there are many exceptions to this generali- 
zation, as, for example, where the rates are further reduced 
through competition between rival truck lines or where special 
commodity rates are made. * * * 

“The total number of routes reported was 562, with an 
aggregate length of 49,160 miles. The average length of route 
was 88 miles, ranging from an average of 35 miles in Maryland 
for six companies operating 36 routes to an average of 198 
miles in Arizona for three companies with 10 routes. An ordi- 
nary arithmetical average may be greatly and disproportionately 
affected by a few long routes, especially where the number of 
operations is relatively small. A truer picture of the typical 
truck route probably results from the median figure. When 
the routes are listed in order of length, the median is the 
middle item jin the series. In other words, the median route is 
exceeded in length by just as many routes as are inferior to it 
in length. The median length of route for Maryland is 27 
miles, as compared with the arithmetical average of 35 miles 
quoted above, while that for Arizona is 135 miles as compared 
with 198 miles. In the latter instance the effect of two routes 
approximating 500 miles each is pronounced. * * * 


Commodities 


“The distance a commodity can profitably be hauled by 
truck is, in actual practice, limited by the nature of that com- 
modity. Such freight as wheat, coal, and building and road 
materials, whose weight or bulk are relatively high compared 
to their value, require special loading equipment and carriers 
of large capacity, such as freight cars or barges, if they are 
to be hauled long distances at economically sound rates. Other 
products, like household goods, poultry and livestock, perish- 
ables which suffer from excessive handling, silk, and similar 
commodities of relatively low weight or bulk and high value, 
can be hauled comparatively long distances at higher cost. 
Over the longer hauls trucks tend to specialize in the less- 
than-carload business, often equivalent to express service, 
although this is by no means universally true, as evidenced by 
bulk hauling of gasoline in tanks from Los Angeles 400 or 
500 miles over the mountains to Arizona points. 

“By far the greater number of operators reported only 
‘miscellaneous’ or ‘general freight’ hauling. Some of these 
also named the particular commodities which made up an 
important proportion of their business. Other firms specialized 
in particular commodities like milk, automobile parts, house- 
hold goods, oil and gasoline, etc. These special commodities 
were not listed often enough to permit of significant statistical 
tabulation, however, and no attempt is here made to compare 
the length of haul of different classes of freight. * * * 


Transportation Costs 


“A major object of this survey was the compilation of data 
relative to the cost of operating motor trucks, either as common 
carrier or contract carrier vehicles, in interurban freight serv- 
ice. While it was recognized that the wide variety of condi- 
tions under which motor-freight services are performed, as 
well as the numerous factors affecting individual operations, 
would modify any generalization on the subject of operating 
costs, it was felt that a presentation of actual cost figures 
contributed by motor-trucking concerns, noting the accounting 
practices in use, would be of value to the industry. An en- 
deavor was made to obtain truck operating cost figures for 
the calendar year 1930, and this was successful in so far as 
fleet operating costs were concerned. Data on the cost of 
operating individual vehicles for a yearly period were scarce, 
and the figures in the unit cost table cover varying shorter 
periods of time. : 

“Figures on operating costs, vehicle mileage, tonnage 
hauled, and other pertinent data were obtained directly from 
the books and records of the concerns interviewed. In some 
instances, these data were supplemented by extracts from the 
companies’ reports to the state regulatory commissions. Cost 
information was generally scarce, but much more material was 
available in those states requiring periodic reports from motor- 
freight carriers. The necessity of filing a statement of opera- 
tions with the regulatory body not only compels the truck 
operator to keep reasonably accurate records of his business, 
but effects in many respects a more uniform method of account- 
ing in that particular state. 

“The actual cost of commercial transportation over the 
highways is difficult to obtain and only comparatively meager 
knowledge is available from present records. This is perhaps 
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the principal conclusion to be drawn from the cost study here 
reported, although such figures as were obtained are, it is be- 
lieved, significant and valuable. Some cost data were received 
from every concern reported upon, but much of the material 
collected was not susceptible of the detailed analysis necessary 
for a study of transportation costs. 

“The inadequacy of existing information on motor-trucking 
costs, on the volume of business, as measured by, tonnage trans- 
ported, and the distance it is moved, is due to a number of 
circumstances. The most important of these are the large 
proportion of small-scale operations, the lack or insufficiency of 
accounting methods and records, and the failure of many opera- 
tors to accord proper recognition to the importance of an ac- 
curate knowledge of costs.” 


Contrary to an impression that has gained wide credence 
in some quarters, according to the investigators, depreciation 
expense was not a neglected item of trucking cost. Comment- 
ing on mileage and tonnage records, the report says that sta- 
tistics as to truck-miles operated, tons of freight transported, 
and ton-miles hauled are essential—and extremely scarce. It 
is also pointed out that an accurate conception of costs is 
essential to the survival of any business enterprise and the 
following items are enumerated as essential to a proper 
knowledge of costs: (1) Absolute reckoning of every expendi- 
ture made on behalf of the business; (2) a proper record of 
every such expenditure made; (3) sufficient detail in accounts 
to permit a scientific analysis of the operating costs, so that 
it may be determined which vehicles are being operated most 
economically or efficiently, and which portions of the services 
are or are not profitable. 


Operating Costs in Detail 


Nearly all the concerns reporting in the survey furnished 
some sort of information regarding operating costs but in only 
122 cases was it sufficiently complete for analysis, says the 
report. Unit operating cost figures were obtained for 146 
vehicles or combinations of vehicles, operated by 39 firms. 
Fleet operating costs were supplied by 91 concerns operating 
a total of 2,380 vehicles of various capacities and types, includ- 
ing trailers. This information is set forth in tabular form in 
the report. In Table 16, unit operating costs, medium-capacity 
trucks, 14% to 3 tons, total direct operating cost is shown as 
averaging $0.1513 a truck-mile and $0.0695 a ton-mile. For 
heavy-duty trucks, 3% to 5 tons capacity, total direct operat- 
ing cost is shown as averaging $0.2005 a truck-mile and $0.0704 
a ton-mile. For extra-heavy-duty trucks, over 5 tons capacity, 
the average total direct operating cost is shown as $0.2183 a 
truck-mile, no average being given for the ton-mile. The direct 
operating cost data cover expenses for tires and tubes; gasoline, 
including tax; oil and grease; maintenance and repair; drivers’ 
wages and depreciation. Discussing gross unit costs, the re- 
port says: 


No attempt is made in the unit-cost table to reach total costs of 
transportation, including overhead or administrative costs in addition 
to the direct operating costs tabulated. As previously stated, the 
principal object of keeping records of unit costs is to show the relative 
costs of different pieces of equipment, and for this purpose the over- 
head costs are of secondary importance. As a basis for rate making, 
however, it is desirable to know the total cost of a certain haul, and 
this requires some apportionment of overhead expenses. 

The choosing of a satisfactory basis for such apportionment of 
overhead is not easy. Where all the vehicles in the fleet are alike and 
engaged in similar service, it makes little, if any, difference whether 
the allocation is made merely according to the number of vehicles in 
the fleet or whether it is made according to earnings, mileage, tonnage, 
capacity, direct operating costs, or other individual characteristic of 
each vehicle. Each unit will get an equal share, exactly or approxi- 
mately. Where there are important differences between the vehicles, 
in either potential or actual performance, inconsistencies may arise 
to upset almost any system. 

None of the bases mentioned above can exactly measure the pro- 
portionate Overhead cost of any one unit. License, taxes, and garage 
Storage will depend primarily upon size of vehicle; clerical overhead 
will probably bear a close relation to tonnage handled or, in less 
degree, to earnings or mileage run; fleet insurance is frequently based 
on gross revenue, and so on. It would seem to be impossible to set 
forth any one general rule for the apportionment of overhead cost 
among the different units of a fleet under different forms of com- 
pany organization. 

An approximation of gross expenses per mile for the several truck- 
capacity groups may be reached by adding to each figure for total 
direct operating costs a proportionate addition to cover the overhead 
costs. This, of course, is equivalent to allocating the overhead costs 
In proportion to direct operating costs. The analysis of fleet costs in 
the following section of this report shows that direct operating cost 
averaged 57 per cent and overhead cost 43 per cent of the total. 
On this basis Table 18 gives an approximate gross expense per truck- 
mile for medium, heavy, and extra heavy trucks. 

Table 18—Gross Expense per Truck-Mile, by Rated Capacity Groups 


Direct 
Operating Overhead Gross 
Cost (57 Costs (43 Expense (100 
Rated Capacity Per Cent) Per Cent) Per Cent) 
1% con Re, Se $0.1513 $0.1141 $0,2654 
of =. renee a .2005 .1513 .3518 
icacta RE ee ene aa Se ome a -2183 .1647 -3830 
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TEXAS MOTOR REGULATION 


Austin, Tex.—It is the expressed belief of Mark Marshall, 
chief of the motor transportation division of the Texas Rail- 
road Commission, that the state law regulating highway motor 
carriers, which went into effect August 22, 1931, is the best 
measure of its kind in any state. While difficulties have been 
and still are being met in enforcing the act, these are being 
gradually overcome and it is thought that, in due time, the use 
of the highway by motor trucks for the transportation of com- 
modities will be in full compliance with all the provisions of 
the legislative enactment, Mr. Marshall says. The requirements 
of truck operators under the law are so stringent that a large 
percentage of those who make application for permits fail to 
reach the desired goal. As evidence of this fact, between 1,000 
and 1,200 applications for common carrier permits have been 
filed with the motor transportation division since the law went 
into effect. Of this number, permits were issued to approxi- 
mately 140, about 60 are pending and, 655 have been withdrawn. 
Most of the applicants who withdrew decided that, under the 
statement of facts prescribed by the law, they could not 
qualify. All of these applicants were formerly contract car- 
riers. 

The chief difficulty met with in enforcing the new law has 
been in dealing with rate violations by contract carriers. At- 
torney General James V. Allred is now investigating these re- 
ported violations with a view to instituting civil suits against 
the offenders. The penalty provided for such violation is a 
fine of $200 a day for each day the illegal rates were in effect. 
The larger truck lines observe the rates and it is only against 
the smaller carriers that complaints have been made. The fact 
that the law provides that any charge of rate violation must be 
filed in the county where the violation occurred and that any 
injuncton that may be sought to prevent further violations 
must be likewise filed in the county where the offense was com- 
mitted makes it doubly difficult to enforce the prescribed rates. 
However, the ten inspectors employed by the transportation 
division are doing much toward bringing about a constant im- 
provement in the observance of the law, it was stated by Mr. 
Marshall. There could be used to great advantage fifteen addi- 
tional inspectors, he declared. No difficulty is met with in 
enforcing the law as to common carriers. The Southwestern 
Classification is applied to them and they observe the schedules 
of rates the same as the rail lines. In addition to the contract 
and common carriers there are approximately 600 special com- 
modity carriers operating on the highways of Texas. These 
are restricted to transporting commodities either grown or used 
in their own community. 

Many injunctions have been granted by both state and 
federal courts restraining the Railroad Commission and _ its 
agents from enforcing the 7,000-pound load weight limit which 
the law prescribes for trucks. It will not be long, however, until 
a definite final court decision is obtained as to the censtitu- 
tionality of this provision of the law, whereupon another im- 
pediment which has been met with will have been removed. 


LUMBER AND TRUCK REGULATION 


(The Mississippi Valley Lumberman) 


On July 15th, the Northwestern Lumbermen’s Association 
sent out a questionnaire to all of its members inquiring as to 
the effect of unregulated motor truck activities upon their busi- 
ness and requesting their views as to the desirability and neces- 
sity of motor truck regulation. Replies were received from firms 
representing 960 retail yards. The replies indicate that direct 
to consumer shippers, through the use of unregulated motor 
trucks, are making serious inroads upon the business of the 
retail lumber and building material dealers; that motor truck 
competition has had a tendency toward price demoralization in 
almost every community in the Northwest; and that motor 
trucks must be regulated on both state and interstate traffic if 
the lumber yards in the smaller communities are to continue in 
existence. Nine hundred and fifty-five yards of the total of 960 
replying to the questionnaire express the desire that the North- 
western Lumbermen’s Association should support legislative 
measures tending toward regulation of trucks. The following 
are the thirteen questions contained in the questionnaire, to- 
gether with a complete analysis of the replies thereto: 

1. Is the present unrestrained motor truck competition 
detrimental to your interests? Answers: Yes—845 yards. No— 
114 yards. Percentage Yes—88.1. 

2. Has motor truck competition had a tendency toward 
price demoralization in your community? Answers: Yes—839 
yards. No—120 yards. Percentage .Yes—87.5. 

If so, on what commodities? Answers: 


Practically all commodities, 124; all building materials, 267; lum- 
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ber, 16; coal, 77; sand and gravel, 41; coal, lumber and building ma- 
terial, 95; steel products and lumber, 61; cottage materials, 6; roofing, 
2: hardware and miilwork, 29; lumber, cement and roofing, 38; clay 
products, 6; lumber, clay products, sand, 3; building materials, feed, 
2: farm machinery, 4; grain and feed, 2; lumber, machinery, cement, 
26 yards. 


3. Has it brought about unfair competition? Answers: Yes 
—841 yards. No—119 yards. Yes 87.6%. 

4. Has it resulted in loss of sales through shipments being 
transported direct to consumer? Answers: Yes—840 yards. 
No—118 yards. Yes, 87.7%. 

5. In your opinion, are truck licenses and gas tax in your 
state sufficiently high to cover their share of the cost of build- 
ing and maintenance of highways? Answers: Yes—55 yards. 
No.—774 yards. No, 93.4%. 

6. Should additional tax be placed on common and contract 
carrier trucks over and above the cost of building and maintain- 
ing highways? Answers: Yes—900 yards. No—5d1 yards. Yes, 
94.6%. 

7. Is regulation of all motor vehicles operating upon the 
public highways and engaged in interstate and intrastate com- 
merce desirable and necessary in the public interests? Answers: 
Yes—792 yards. No—115 yards. Yes, 87.3%. 

8. Should contract carrier trucks be subjected to the same 
regulations as common carrier trucks as to rates, service, max- 
imum weight of loads, maximum speed, and in all other respects? 
Answers: Yes—950 yards. No—4 yards. Yes, 99.6%. 

9. Should all truck freight rates be placed on a parity with 
rail rates? Answers: Yes—868 yards. No—85 yards. “Yes, 
91.1%. 

10. Should certificates of convenience and necessity be 
granted permitting operation of truck lines paralleling rail lines 
where the communities involved can be and are being adequately 
served by the railroads? Answers: Yes—179 yards. No—741 
yards. No, 80.5%. 

11. What percentage of the total less than carload tonnage 
received by your company is transported by common carrier 
trucks? Answers: 12.2%—By contract carrier truck: Answers: 
4%—By your own private trucks? Answers: 7.7%—By rail? 
Answers: 79.7%. (These figures reflect the average for all retail 
lumber yards as taken from analysis of the 822 replies to this 
question.) 

12. Have you experienced any difficulty in collecting claims 
for overcharge, loss and damage from truck operators? Ans- 
wers: Yes—83 yards. No—496 yards. No, 85.7%. 

13. Should the Northwestern Lumbermen’s Association sup- 
port legislative measures tending toward regulation of both 
common and contract carrier trucks? Answers: Yes—955 yards. 
No—5 yards. Yes, 99.5%. 

Additional remarks pertaining to the subject of motor truck 
regulation were made by a great many dealers in their replies 
to this questionnaire. 


TRUCK COMPETITION ON COAL 


The Trafic World Washington Bureau 


Negotiations are being carried on by officers of the Com- 
mission, the Department of Justice and railroads interested in 
reopened No. 23130, intrastate rates on bituminous coal between 
points in Illinois, with a view to assuring orderly procedure. 
The Department of Justice is in the case because, upon appli- 
cation of the Peoria & Pekin Union, the federal court in Illinois 
issued a temporary injunction forbidding the enforcement of 
the Commission’s order in the formal docket case mentioned 
requirng the ralroads to bring their Illinois intrastate rates 
up to the interstate level. 

Having been issued on July 28, the judicial order expires, 
by statutory limitation, on September 28. The case is set for 
final hearing on September 15. The order was issued, as before 
shown, upon application of the Peoria & Pekin Union, and 
not, as might be imagined, upon application of Illinois author- 
ities. That road asked to have the Commission’s order set 
aside because it feared that if it put into effect the rates pre- 
scribed by the fedral authority it would lose the short haul 
coal traffic into Peoria to competing trucks. 

After the temporary injunction was issued the Commission 
took the unusual step of suspending, in I. and S. No. 3784, tariffs 
of the carriers filed in purported compliance with its order, 
although the rates so suspended applied wholly on intrastate 
traffic. A little later the Commission reopened the thirteenth 
section proceeding. Chairman Porter and Examiner Koch held 


a hearing in the reopened case at St. Louis on August 17. At 
the time the Commission reopened the case it suspended the 
effective date of its order therein until October 1, or two days 
beyond the expiration date of the temporary injunction. (See 
Traffic World, August 6, p. 246, and August 13, p. 305.) 

Those interested are trying to find a way whereby decision 
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of the matter may be left to the Commission without the Pe. 
oria & Pekin Union losing the status in the federal court it 
obtained through the issuance of the temporary injunction. 

There is no reason for believing that the Commission wil] 
be. able to reach a conclusion by September 28, the expiration 
date of the injunction. The immediate objective is to get the 
court to postpone final hearing on the Peoria & Pekin Union 
application to a day later than September 15. The ultimate 
objective is to find a way, if possible, whereby the court may 
extend the limit of injunctive decree notwithstanding the stat- 
utory limitation of September 28. The carrier is opposed to 
giving up what it has achieved in court prior to a decision by 
the Commission. Its objection to giving up its status is its 
unwillingness to be placed in the position, in the event the 
Commission does not make a decision in the reopened thirteenth 
section case to its liking, of having to begin litigation de novo. 

The final issue on the merits is as to whether the increases 
in intrastate rates ordered by the Commission, for short hauls, 
are so high as to make it reasonably certain that the business 
of the Peoria & Pekin Union, necessarily short-haul, will be 
diverted to the trucks. At the hearing in St. Louis it made no 
secret of its belief that its traffic would be so diverted. Under 
the Commission’s order the Peoria & Pekin Union’s rate for a 
haul of ten miles would go up from 30 to 60 cents a ton. 
There is a mine on its rails, now shipping by rail, that has 
figured that coal from its mine to Peoria, a distance of ten 
miles, could be trucked at a cost of about 28 cents a ton. The 
railroad fears the truck competition, hence its objection to the 
higher rate. 


The Alton, at the hearing before Messrs. Porter and Koch, 
favored a trial of the higher rates prescribed by the Commis- 
sion. There was testimony at the hearing about wagon mine 
competition but a suggestion was made that trucks could not 
be used for hauling industrial coal on account of the conges- 
tion they would bring about at the mines, on the highways, and 
at the industrial plants. However, the Peoria & Pekin Union 
and the Burlington at least think that they should be allowed 
to depart from the level of the rates prescribed by the Com- 
mission on account of the truck competition that exists or is 
feared. 

An interesting, although not controlling, point, in connec- 
tion with the Illinois intrastate rates prescribed by the Com- 
mission, is that that Illinois scale was used by the Ohio com- 
mission as the foundation for the rates prescribed by it and 
against which, according to testimony in the conference on the 
turmoil in coal rates held on August 26 (see Traffic World, 
September 3, p. 420), the railroads plan to file a thirteenth sec- 
tion proceeding. The proceeding will raise the question which 
of its coal adjustments the Commission will approve for use in 
Ohio; the one it prescribed years ago and which was used as 
the foundation for Ohio intrastate rates until the Ohio com- 
mission used the later Commission-made rate foundation pre- 
scribed for Illinois, or the Illinois scale now held up by the 
court injunction and the order in reopened No. 23130. 


CONTRACT MOTOR REGULATION 


Editor The Traffic World: 


I have read with interest in your number of August 20 your 
editorial on “contract motor regulation” and observe that you 
refer therein, with apparent general approval, to my article on 
the same subject in the Public Utilities Fortnightly of August 
18. I am glad to note that you recognize the importance of 
adequate regulation of the so-called contract motor carrier as 
one of the necessary requisites of effective regulation of high- 
way carriers in general. It is entirely obvious that, if the con- 
tract carrier cannot be regulated and is left substantially free 
of regulation, no one is going to submit himself or itself long 
to the substantial burdens of the common carrier status, when 
he can do practically the same kind of highway transport busi- 
ness without regulation as a contract carrier, thus ultimately 
driving the common carrier from the state’s own highways 
and leaving the bulk of the business to the contract hauler. 


I note, however, that you state that I made one under- 
statement or “slip” in stating that the common carriers by 
highway are now generally regulated as other common cal- 
riers. In this connection, the Commission in its report on 
“coordination of motor transportation,” decided this year, stated 
(p. 410) that a survey of the 48 states, excepting Delaware, 
which has no regulatory body, indicates that 47 states and the 
District of Columbia have laws regulating the operation of 
motor vehicles as common carriers of passengers, and 39 states 
and the District have laws “regulating the operation of com- 
mon carriers of property.” It also says in the body of its re- 
port: “Most states require the intrastate rates for common 
carriers of passengers and property to be filed, published and 
observed, and that they be reasonable and nondiscriminatory. 
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Regulation of the contract carrier rates have been undertaken 
in only a few states.” 

I was only dealing, in making the statement you quoted, 
with laws which had been enacted or could be constitutionally 
enacted in the regulation of the highway carrier, and not with 
whether or not they have been enforced, although, of course, 
from the ultimate standpoint of effectiveness, enforcement is 
as necessary as enactment. I also knew, of course, that no 
law had yet been enacted by Congress covering interstate high- 
way transportation. It is quite true, I think, that, even in 
some states which have adequate laws regulating common car- 
riers on highways, the statutes are not properly enforced, and 
this condition, as well as the pressing need for federal regula- 
tion of interstate carriers and further state regulation of con- 
tract and common carriers, emphasizes the importance of your 
statement that what we need is a sound sentiment for regula- 
tion of motor trucks and motor highway traffic for hire. When 
that has been brought about, ample ways and means will be 
found to exist for imposing such regulation. 

You are undoubtedly performing a distinct service to the 
public, as well as to industry and transportation in general, in 
your vigorous and informed advocacy of necessary regulation 
of the largely unregulated and untaxed business of commercial 
carriers for hire on the public highways. 

V. E. Phelps, 
Assistant to General Solicitor, Atlantic Coast Line R. R. Co. 
Wilmington, N. C., September 6, 1932. 


HIGH RAIL FREIGHT RATES 


Editor The Traffic World: 


For several weeks I have been reading your magazine and 
note your intense interest in motor vehicle regulation. May I 
be permitted to introduce the thought to you that there is a 
possibility of over-emphasizing the motor vehicle and its reg- 
ulation just now? Do you realize that the freight rates 
charged by railroads are 30 to 50 per cent too high and that 
careful and fair examination of the economics of the situation 
proves this conclusively? 

We enclose a reprint which tells our experience with the 
B. & O. Railroad for 1931. The roads received advances (from 
1915-20) of approximately 5 per cent, 15 per cent, 20 per cent 
and 40 per cent compounded to make their charges about 100 
per cent higher now than 1906 to 1910. At present, the great 
mass of commodities they are moving sell at the plants for a 
little less than the prices prevailing in 1906-1910. The ad- 
vanced transportation cost, therefore, proposes to give the rail- 
roads about 20 per cent of the American dollar today, whereas 
a history of seventy-five years proved the proportion was 10 
to 13 per cent for transportation. 

Your articles have seemed fair to me in so far as they 
have covered the questions discussed, but do you think it wise 
to press too hard a certain phase of present-day problems when 
such discussions may lead people to over-emphasize their im- 
portance? You are probably influencing railroad officials’ think- 
ing to a considerable. degree and, if I am right on the eco- 
nomics as above mentioned, here is something that is of such 
great importance to the public and our country; it must be 
faced. It is really a big thing and provides an impasse or 
stalemate to the recovery of business that may well frighten 
thinking men because it appears so little of the truth of it is 
known or published. 

Doubtless, there should be somewhat modified regulation 
of the rails and some equally fair rules for motor transport 
but the conduct of each will take care of that. For the present, 
many believe the fundamental law of trade (equitable division 
of the American dollar) is so seriously violated that there can 
be no recovery until there is correction. 

The Hickory Clay Products Co., 
Cloyd W. Miller. 
Cleveland, O., September 7, 1932. 





™ Assuming, if only for the sake of the argument, that Mr. Miller 
iS correct as to his facts and sound in his conclusions that railroad 
freight rates are too high, and assuming also that we are right in 
our view that the railroads labor under an unfair disadvantage with 
Miner to competition, what better service could we be doing Mr. 
Miller and those who agree with him, if they are oppressed by rail 
pot that are too high, than to do what we can to have the unfair 
isadvantage removed? Certainly, if it did not exist and the rail- 
eg were getting the traffic they might be expected to, get under 
air conditions, there would be a much better chance of what Mr. 


Miller would call reasonable rail rates.—Editor The Traffic World. 


CALIFORNIA-NEVADA TRANSPORT 


Consolidated Shippers, Inc., now operating a refrigerator 
and motor freight service for perishables and general mer- 
chandise between Los Angeles, Las Vegas, and Boulder City, 
Nevada, has filed an application with the railroad commissions 
of California and Nevada for permission to operate under the 
name of the Calizornia-Nevada Transportation Company in 
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California and Nevada. The company has also filed a C. O. D. 
bond with the Associated Jobbers and Manufacturers of Los 
Angeles. 

Frederick M. Hodge is president of the company. He has 
been associated with the motor transport industry since its 
inception in southern California. For a number of years he 
owned and operated the Imperial Valley and Los Angeles Ex- 
press and the San Joaquin Valley Transportation Company, 
which he later sold to the Pacific Freight Lines. 


FUNDS FOR FOREST HIGHWAYS 


Apportionment of $5,000,000 in emergency forest highway 
funds to be expended in 34 states and territories in the fiscal 
year 1933 has been approved by Secretary of Agriculture Hyde. 
Building of new highways in the national forests will be rushed 
to aid in relief of unemployment and to open up the national 
forests to greater use and for protection from forest fires. The 
sums apportioned are part of the $322,000,000 fund voted by 
Congress for public works as an emergency relief measure. 


U. S. VS. EUROPE IN THE AIR 


“Our daily mileage flown by night and by day is far in 
excess of all Europe,” said W. Irving Glover, Assistant Post- 
master General, on his return to Washington this week from a 
trip to Germany. 

“We are carrying more passengers and our mail loads are 
far in excess of their own. But we must not be satisfied with 
our average speed today. To travel by air is to get to one’s 
destination as quickly as possible. Europe keeps stepping up 
her average speeds and we must and will do likewise.” 

Night flying in Europe has not developed anything like it 
has in this country, according to Mr. Glover. He said prac- 
tically the only night service was between Berlin and London 
and that this was strictly a mail line. 

“When one compares the night service abroad with that in 
this country, where we now fly approximately 40,000 miles every 
night, with the lines carrying large numbers of passengers, it 
is easy to understand why our night flying attracts the atten- 
tion of our cousins across the seas,” said he. 

In expressing the opinion that the Tempelhof airport in 
Berlin was the finest field in the world, Mr. Glover said there 
were fields in this country that were fast approaching Tempel- 
hof and named Pittsburgh, Kansas City, St. Louis, Los Angeles, 
Cleveland and Chicago. 

“But don’t look at our field in the nation’s capital,” said 
he, “Oh, for a field there such as we see in Berlin.” 

Mr. Glover said the air express business in Burope was 
far in excess of that in the United States. He attributed this 
to the fact that in Europe they had gone after the business and 
obtained it and added that the same thing could be done here. 

He called attention to the fact that so many of the air 
fields in Europe were closely situated to the heart of the cities, 
where one quickly came in contact with city life. He said he 
wished this were so in the United States in order that the flying 
fields might become more popular as a place’ of recreation. 

“I wish it were possible that the flying fields in this coun- 
try could be used by pleasure seekers, where they could rest, 
eat and drink a bottle of soda pop and even dance,” he said. 
“It would accustom the man in the street who visits the flying 
field to become used to seeing planes arriving and departing, 
carrying their loads of passengers, mail and express. In this 
way he may become air minded. Every little bit helps. It has 
on the other side, why not on this?” 

Mr. Glover paid high tribute to the method of operation of 
the European lines. They were all business, he said, and moved 
with the same precision and detail as we were wont to see in 
our great railroad systems. 

“Certainly,” he pointed out, “this lends confidence to the 
traveling public, and we cannot have too much of it in this 
country.” 


INDUSTRIAL TRAFFIC COUNCIL 


At the monthly meeting of the Industrial Traffic Council 
of the Chicago Association of Commerce September 8 the chair- 
man was authorized to appoint a special committee to handle 
with the carriers a proposal for establishment of a joint rail- 
road agency to which freight charges might be paid, instead of 
payments being made to individual lines. Such an arrange- 
ment, it was pointed out, was in effect at Kansas City, Peoria, 
and numerous other points. Routine committee reports were 
presented, with special attention being given to highway trans- 
portation and the announced inauguration of service between 
New York and New Orleans by Seatrain Lines, Inc. The asso- 
ciation has taken the position that the new ocean service will 
be to the disadvantage of shippers in the Chicago area in com- 
petition with eastern shippers in doing business in the south- 
west and territory adjacent to New Orleans. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any —_ question relating to the law of interstate 
transportation of freight. A traffic man of — experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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Conversion—Delivery of Order Notify Shipment Without Sur- 
render of Bill of Lading 


New York—Question: We will appreciate your comment on 
this matter. Here are the facts involved: 

(1) Customer at station A has filed an indemnity bond with 
B railroad for release of shipments without surrender of bills 
of lading. 

(2) Bond is used for evasion of prompt draft payment. 

(3) Bill of lading and draft invariably reach bank at des- 
tination before car arrives. 

(4) Bond limit is for one car only and customer pays draft 
on each car only after another shipment has reached A station. 
The time between shipments runs from 5 to 15 days. 

We have verbally requested B railroad to make delivery 
only upon surrender of original bill of lading. Our request has 
been ignored; apparently because station A is a competitive 
point. Would the following stipulation in the body of the bill 
of lading “this shipment to be delivered only upon surrender 
of original bill of lading properly endorsed” be legally accept- 
able by the carriers and enforceable by us? We wish neither 
to embarrass the carrier nor to offend our customer. 


In the writer’s mind, Harlow vs. Washington Southern, 26 
I. C. C. 511, seems to answer our question. 


Answer: The uniform order bill of lading, on the face there- 
of, carries the provision that the “surrender of this original 
order bill of lading properly endorsed shall be required before 
the delivery of the property.” 


In Rule 7 of Consolidated Classification No. 4, it is provided: 


The surrender of carrier’s original bill of lading properly endorsed 
is required before delivery of the property, but if such bill of lading 
be lost or delayed, the following will govern: The property may be 
delivered in advance of the surrender of the bill of lading upon re- 
ceipt by the carrier’s agent of a certified check for an amount equal 
to one hundred and twenty-five per cent of the invoice or value of 
the te cope b or, at the carrier’s option, upon the receipt of a bond, 
acceptable to the carrier, in an amount of twice the amount of the 
invoice or value of the property, or a blanket bond may be accepted 
when satisfactory to the carrier as to surety, amount and form. 


Sections 9, 10 and 14 of the bills of lading act provide: 


Section 9—That a carrier is justified, subject to the provisions 
of the three following sections, in delivering goods to one who is 
(a) A person lawfully entitled to the possession of the goods, or 

(b) The consignee named in a straight bill for the goods, or 

(c) A person in possession of an order bill for the goods, by the 
terms of which the goods are deliverable to his order; or which has 
been indorsed to him, or in blank by the consignee, or by the mediate 
or intermediate indorsee of the consignee. 

Section 10—That where a carrier delivers goods to one who is 
not lawfully entitled to the possession of them, the carrier shall b+ 
liable to anyone having a right of property or possession in the goods 
if he delivered the goods otherwise than as authorized by subdivisions 
(b) and. (c) of the preceding section: * * * 

Section 14—That where an order bill has been lost, stolen, or de- 
stroyed a court of competent jurisdiction may order the delivery of 
the goods upon satisfactory proof of such loss, theft, or destruction 
and upon the giving of a bond, with sufficient surety, to be approved 
by the court, to protect the carrier or any person injured by such 
delivery from any liability or loss incurred by reason of the original 
bill remaining outstanding. The court may also in its discretion 
order the payment of the carrier’s reasonable costs and counsel fees: 
Provided, a voluntary indemnifying bond withut order of court shall 
be binding on the parties thereto. 

The delivery of the goods under an order of the court, as pro- 
vided in this section, shall not relieve the carrier from liability to 
a@ person to whom the order bill has been or shall be negotiated for 
value without notice of the proceedings or of the delivery of the goods. 


The fact that the carrier requires .a bond of indemnity to 
be given by the notify party or delivers the goods upon receipt 
by the carrier’s agent of a certified check for an amount equal 
to 125 per cent of the invoice or value of the property, in ac- 
cordance with the provisions of Rule 7 of Consolidated Classi- 
fication No. 4, does not relieve the carrier of liability to the 
consignor for delivery of the goods without requiring the sur- 
render of the bill of lading. 
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A condition precedent to the delivery of an order notify 
shipment so as to relieve the carrier from liability to the ship. 
per for the value of the shipment is the taking up by the car. 
rier of the order notify bill of lading. Of course the carrier 
is protected in the event that it obtains a bond of indemnity 
or a certified check in the amount of the value of the ship. 
ment, but out of the amount of the bond or the certified check 
the shipper must be paid the value of the shipment unless, 
of course, he authorizes a delivery of the shipment without the 
surrender of the order bill of lading. 

In Harwood-Barley Mfg. Co. vs. Ill. Cent. Ry. Co., 74 Sou. 
569, it was held that a carrier could not relieve itself of its 
liability on its bill of lading to the shipper by taking an ip. 
demnity bond in lieu of the bill of lading and delivering the 
goods to one who was not entitled to them without producing 
and surrendering the bill of lading. Under the rescission in this 
case the carrier’s requirement that the notify party execute a 
bond of indemnity does not relieve the carrier of its liability 
to the shipper for converting the shipment, the carrier being 
liable in conversion where it delivers an order notify ship. 
ment without requiring the surrender of the Dill of lading. 
Pa. R. Co. vs. Greenwald Packing Corporation, 157 N. E. 809; 
G. C. & S. F. Ry. Co. vs. Buckholts State Bank, 258 S. W. 491. 

In Northwestern Casualty & Surety Co. vs. Ill. Cent., 19 
Fed. (2nd) 868, it was held that a surety bond to secure a 
carrier from loss arising from the delivery of shipments with- 
out surrender of the bill of lading was not against public policy. 
Further, in Pere Marquette Ry. Co. vs. J. F. French & Co., 254 
U. S. 538, 41 S. Ct. Rep. 195, the Supreme Court of the United 
States said: 


There is nothing in the act which imposes upon the carrier a 
specific duty to the shipper to take up the bill of lading. Under 
Section 8 the carrier is not obliged to make delivery except upon 
production and surrender of the bill of lading; but it is not prohibited 
from doing so. If instead of insisting upon the production and sur- 
render of the bill it chooses to deliver in reliance upon the assur- 
ance that the deliveree has it, so far as the duty to the shipper is 
concerned, the only risk it runs is that the person who says that 
he has the bill may not have it. If such proves to be the case the 
carrier is liable for conversion and must, of course, indemnify the 
shipper for any loss which results. Such liability arises not from 
the statute but from the obligation which the carrier assumes under 
the bill of lading. 

Does a delivery without compliance with the surrender clause of 
the bill of lading render the carrier liable for conversion under the 
facts shown here? Although there is a conflict of language in the 
cases in which a shipper sues a carrier for delivery of goods without 
requiring a surrender of the bill of lading, there appears to be no 
conflict of principle or in decision. Where the failure to require the 
presentation and surrender of the bill is the cause of the shipper losing 
his goods, a delivery without requiring it constitutes a conversion. 
Babbitt vs. Grand Trunk Western Ry., 285 Ill. 267; Turnbull vs. Mich- 
igan Central Ry. Co., 183 Mich. 213; Judson vs. Minneapolis & St. Louis 
Ry. Co., 131 Minn. 5; see First National Bank vs. Oregon-Washing- 
ton Railway & Navigation Co., 25 Idaho 58; compare Georgia, Florida 
& Alabama Ry. Co. vs. Blish Co., 241 U. S. 190. But where delivery 
is made to a person who has the bill or who has authority from 
the holder of it, and the cause of the shipper’s loss is not the failure 
to require surrender of the bill but the improper acquisition of it by 
the deliveree or his improper subsequent conduct, the mere technical 
failure to require presentation and surrender of the bill will not 
make the delivery a conversion. Chicago Packing & Provision Co. 
vs. Savannah, Florida & Western Ry. Co., 103 Ga. 140; Famous Mfg. 
Co. vs. Chicago & Northwestern Railway Co., 166 Iowa 361; Nelson 
Grain Co. vs. Railroad Co., 174 Mich. 80; St. Louis Southwestern Ry. 
of Texas vs. Gilbreath, 144 S. W. (Tex. Civ. App.) 1051. 


Unless the practice of the carrier to which you refer can 
be reached by an action for breach of the bill of lading con- 
tract, or an order of the Commission commanding the carrier 
to cease the practice on the ground that it is improper, there 
appears to be no way to put a stop to it. 


Actions for Loss of or Injury to Goods—Proper Party /Plaintiff 


New York.—Question: A has a shipment forwarded by B, 
who is located in another city to C. When C receives the 
shipment, he finds that it checks up one case short and so 
notes on freight bill. A requests B to enter claim for the 
case, but B claims that his responsibility ceases when he de- 
livers shipment to carrier and requests that A make the claim. 
As A’s name does not appear on the shipping papers, can he 
make this claim? 

Answer: While ordinarily, either the consignor or the con- 
signee is the proper party plaintiff in an action for damages 
against a carrier for loss of, injury or delay to goods by the 
carrier, an undisclosed principal may bring the suit, under the 
decisions in certain cases. See Elkins vs. B. & M. R. R., 51 
Am. Dec. 184, on page 187, of which the court said: 


The same principle was adopted by the Supreme Court of_ the 
United States, in the memorable case of the loss of the steamer Lex- 
ington in Long Island Sound. In the case of the New Jersey Steam 
Navigation Company vs. The Merchants’ Bank, 6 How. 344, the bank 
had delivered to Harnden, an express agent, a large amount of specie 
for transportation, by whom it was delivered to the Steam Naviga- 
tion Company, who were then running the Lexington between New 
York and Stonington. It was held that, notwithstanding the contract 
of affreightment was made by Harnden with the company personally 
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for the transportation of the specie, it was, in contempation of law, 
a contract between the bank and the company, and although Harn- 
nen made the contract in his own name, and without disclosing the 
name of his employers at the time, the bank might maintain a suit 
upon the contract directly against the company. 


The securing of an assignment of the right of action from 
the consignor or consignee, whichever party, under the deci- 
sions of the courts where suit must be brought, is entitled to 
sue, would be the better procedure, 


Shipment Billed to One Party in Care of Another 


Indiana.—Question: In a shipment consigned to John Jones, 
care of Bill Smith, to which of these parties must the carrier 
legally make delivery, John Jones as consignee or to Bill Smith 
as the party in whose care shipment is billed? 

There undoubtedly has been decisions on other instances 
of this kind and we would appreciate your opinion on the 
matter. 

Answer: The addressing of a package to a consignee in the 
care of a third person, as between the consignor and the con- 
signee and the carrier, in the absence of known limitations on 
the scope of the authority given, confers on such third person 
the right to receive the goods, and ordinarily constitutes him 
the proper person to whom to make delivery. See Common- 
wealth vs. People’s Express Co., 88 N. E. 420, and Bank vs. R. 
Co., 225 S. W. 391. 

Tariff Interpretation—Application of Rule 14 of Classification 


Nevada.—Question: We received a car lot of furniture, 
which was delivered to the transportation company on separate 
bills of lading, with every wagon load a bill of lading was issued 
for the amount of goods transported. The entire shipment con- 
sisted of four different bills of lading, and constituted close to 
a minimum weight as per Consolidated Classification. We filed 
a claim on the basis of a carload shipment, as at the carload 
rating there was a difference in charges in the amount of 
$60.50. The carriers have declined the claim, referring us to 
Rule 16 of the Consolidated Classification, which reads as fol- 
lows: “That two or more single shipments shall not be com- 
bined and waybilled as one shipment, but must be carried as 
separate shipments.” Are we entitled to a refund on this ship- 
ment, as same was forwarded as a solid carload of furniture, 
although it did not specify that it should be forwarded as a car- 
load shipment. It arrived as a carload shipment under four 
separate bills of lading, and on that basis we have filed claim. 

Answer: Rule 14 of Consolidated Classification provides: 


Carload ratings or rates apply only when a carload of freight is 
shipped from one station, in or on one car, except as provided in 
Rule 24, in one day, by one shipper for delivery to one consignee at 
one destination. Only one bill of lading from one loading point and 
one freight bill shall be issued for such carload shipment. The mini- 
mum carload weight provided is the lowest weight on which carload 
rating or rate will apply. 


See also the Commission’s opinion in G. W. Sheldon & Co. 
vs. Wabash R. R. Co., 38 I. C. C. 569, in which case the Com- 
mission held that where two lots of freight were inadvertently 
forwarded as separate less-than-carload shipments under two 
bills of lading, charges collected at the less-than-carload rate 
were not illegal. 


Damages—Manner of Giving Notice to Carrier in Order to Hold 
Carrier for Special Damages 


Pennsylvania.—Question: Frequently we forward exhibits 
to be displayed at conventions held by associations in which we 
are interested; space is reserved at the convention halls in 
advance, and several of our salesmen oftentimes travel some 
distance to be on hand at these conventions. Exhibit shipments 
are generally started from our factory in ample time to reach 
the convention cities before the opening date. You can readily 
see, however, if shipment is badly delayed and does not reach 
destination in time for the convention, that we have gone to a 
lot of expense without any results, which we believe would be 
called special damages. 

We have found that if we write on the bill of lading that 
the shipment is to be used for display purposes at a conven- 
tion on a certain date, the railroad companies will not in many 
cases, knowingly sign bills of lading with this notation shown 
thereon, regardless of the time we allow for shipment to reach 
destination. Can the carriers legally refuse to sign bills of 
lading with a notation of this kind shown thereon? 

Answer: Where, for special reasons, a shipper desires that 
the transportation of his goods shall be hastened or at least 
that there be no unreasonable delay in the transportation of 
such goods and the carrier is informed of the special circum- 
stances requiring expedition in the shipment, damages may be 
recovered for the natural consequences of the failure of the 
carrier to promptly transport the goods, that is, where at the 
time of entering into a contract both parties knew and contem- 
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plated that, if a breach is committed, some injury will occur 
in addition to the natural and ordinary consequences of the 
breach, the person committing the breach will be liable to give 
compensation or damages on the occurrence of the breach. 

As to the manner of giving this notice to the carrier there 
is no particular method. While a notation on the bill of lading 
is an effective way of giving this notice to the carrier, in that 
this method constitutes certain proof of the giving of the 
notice, we know of no means, except by an appropriate action 
at law, if at all, whereby a carrier can be compelled to sign 
a bill of lading carrying such notice. However, we do not 
believe that it is necessary to use such measures, for, provided 
that some means of proof of the giving of the notice is pro- 
vided for, all that is necessary to charge the carrier is notice, 
either verbal or written, to the carrier’s agent of the special 
circumstances requiring prompt transportation of the particular 
shipment covered by the notice. 


Tariff Interpretation—Application of Rule 20 of Classification 
to Wooden Tanks, K. D. 


Arkansas.—Question: We have infrequent occasion to make 
carload shipments of wooden tanks from one plant to another, 
which, of course, necessitates knocking down the tanks and 
loading each piece of material separately. This material is 
distinctly wooden tank (or vat) material sawed to shape, which 
is so specified in a number of tariffs as being subject to the 
lumber rates but some carriers insist upon assessing charges 
on the basis of Class D rate as provided for in the Western 
Classification. 

As a case in point, Boyd’s Tariff 54-G, I. C. C. A-2167, spe- 
cifies “tank or vat material, sawed to shape.” In none of the 
tariffs involved do we find where the description is restricted 
to new material. It is, therefore, our contention that the lum- 
ber rate will apply on wooden tank or vat material sawed to 
shape whether new or used. 

There are, we believe, some very specific rulings of the 
Interstate Commerce Commission bearing on this subject 
wherein the Commission justified the lumber rate on wooden 
tank material whether new or used, with or without metal 
hoops, etc., and we would appreciate reference to same, as well 
as an expression of your opinion. 

Answer: In our opinion, the decision of the Commission 
in Docket No. 16465, Parkersburg Rig & Reel Co. vs. B. & O. 
R. R. Co., 115 I. C. C. 539, is applicable to the facts in the 
instant case. In that case the Commission in applying the 
provisions of Rule 20 of the Classification to shipments of 
wooden oil tanks, knocked down, said that it had found that 
the rating on the complete article applies when the missing 
parts are insufficient to affect its identity and that the articles 
there in question constituted wooden tanks within the mean- 
ing of the classification item and rule cited. 

The complainant therein suggested that, under Section 2 
of Rule 12 of the Classification, the fourth-class rating would 
be applicable to its shipments. This rule provides: 

Single less than carload shipments of two or more classes of 
freight, when each class is in a separate package, will be charged 


at actual or authorized estimated weight, and at the rating applicable 
to each class. 


The Commission said, however, that the rule covers ship- 
ments of different articles, and not the constituent or knocked 
down parts of the complete article. 

The complainant further contended that staves and the 
other wooden parts of tanks are wooden parts in the rough, 
within the meaning of the classification, and entitled to the 
rating of fourth class. The Commission said that so billed, 
they would be entitled to, and would receive, that rating, but 
that complainant therein conceded that its shipments consti- 
tuted, with the exception of rivets, and oakum, a wooden oil 
tank, knocked down; that complainant usually ships the various 
parts of its tanks on separate bills of lading at the fourth-class 
rates; that it billed the shipments on which reparation was 
there claimed, however, on one bill of lading, through inad- 
vertence, and was properly assessed the rating on tanks, 
knocked down, in accordance both with the rating on that com- 
modity and with rule 20. 

See, also, the decision of the Commission in Docket No. 
14736, Wichita Board of Commerce vs. A. T. & S. F., 87 I. C. C. 
649. 


Damages—Measure of—Where Part of Released Value Shipment 
Is Lost or Damaged 


Texas.—Question: What is the correct basis for arriving 


at carrier’s legal liability in the case of a shipment billed as 
“3 boxes H. H. goods, 405 pounds—2 certs. Trunks H. H. goods, 
425 pounds.” 

Goods arrived and checked at destination “Hole punched 
in box and one trunk bursted at corner.” 
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Claim is filed for one dinner set broken and one trunk 
burst, total amount of damage $35.00 (the dinner set was packed 
in the one box which had a hole punched in it). In addition, 
claim is filed for the following items: 











ee er er err Cost $ 75.00 $30.00 
ED irk ceebccceesinscevgtcataveapecesacae ‘ik 50.00 15.00 
I i icc :ica meals cna aentare wale aleiniae aces prerete . 125.00 25.00 
MY ORIG oie t oiccccecccessecwsweecwees . 15.00 5.00 
$75.00 

i nS se legendas waecaenens ai 12.50 5.00 
SN ONE BOO once scsedecwess secsewanesiee : 10.00 5.00 
$287.50 385.00 


We enclose original copy of bill of lading for your ready 
reference, and you will note that shipment was made from and 
to the same party, his name, however, being signed “Per” and 
some other individual’s name given, but which, to us, is illegible. 


Note, in particular, that the shipment was released or re- 
ceipted for on a declared value of $10.00 per cwt. 


Now, the question we desire answered is whether or not 
the carrier’s liability would be a maximum of $83.00 or would 
carrier’s liability be proportionately based upon the weight 
of articles lost as compared to the total weight of the entire 
shipment, or if they could be segregated and it could be shown 
whether they were in the boxes or in the trunks, would the 
proportionate amount of loss be figured according to the indi- 
vidual weight on each of the two entries shown on the Dill of 
lading? 

As one point of view, the articles damaged and lost would 
not weight in excess of 150 or 160 pounds, and we can locate 
no Interstate Commerce Commission or court decision to indi- 
cate whether the carriers should pay at the rate of $10.00 per 
ewt. on the actual weight of articles lost and damaged, or if 
the claimant is entitled to recover the maximum of $10.00 per 
cwt., using the total weight of the shipment? 


Answer: The cases in which damages for loss of or injury 
to articles covered by released ratings are involved fall into two 
classes, namely, those in which recovery for injury or shortage 
was allowed for the actual loss, not to exceed the released 
value of the shipment, and those in which a proportional amount 
of the released value, based on the ratio which the value of 
the goods injured or lost bore to the value of all the goods 
shipped, was the measure of recovery. Visanaka vs. Southern 
Express Co., 75 S. E. 962, and Huguelet vs. Warfield, 65 S. E. 
985, are representative of one of the classes, while Stratton vs. 
C. M. & St. P., 168 N. W. 757; Frank vs. Michigan Central R. 
Co., 154 N. Y. S. 701, and Western Transit Co vs. Leslie & Co., 
242 U. S. 448, are representative of the other class. 


Some of the cases holding that the amount of the damage, 
not to exceed the release value of the entire shipment, can be 
recovered, call attention to the fact that no ratio of recovery is 
prescribed and that, therefore, it is to be understood that the 
full amount of the damage, not to exceed the released value 
of the entire shipment, may be recovered. See Candee vs. 
D. L. & W., 109 Atl. 202; Illinois Central vs. H. E. Wilson & 
Co., 176 S. W. 1036. Other cases, however, do not mention 
this factor See Dee vs. S. P. L. A. & S. L. R. Co., 167 Pac. 246. 


Which of the two points of view is correct, in so far as 
transportation by freight is concerned, can only be determined 
definitely by a decision of the Supreme Court of the United 
States. That court has rendered decisions in two cases, namely, 
K. C. S. Ry. vs. Carl, 227 U. S. 639, 33 S. Ct. Rep. 391, and 
Western Transit Co. vs. Leslie & Co., 242 U. S. 448, 37 S. Ct. 
Rep. 133, holding specifically in the latter case that the ratio 
basis is the proper one, particularly where the goods are homo- 
geneous and seemingly so holding where the goods were not 
homogeneous, i. e., in the case of household goods covered by 
the decision in the Carl case. In that case the court said: 


It is difficult not to see, when we read the bill of lading and the 
release, with its note, in the light of the filed rate sheets and the 
rate paid upon the shipment corresponding to the lower of two rates 
upon household goods, that the consignor and the carrier mutually 
understood that these boxes and barrels contained household goods 
of the average value per hundredweight of five dollars. 


It is to be observed that the released rating on household 
goods in the Carl case was $5 per hundred pounds, the court 
holding that the goods were understood to be of the average 
value of that figure, and in effect held that where one box weigh- 
ing 200 pounds, out of a total of two boxes and one barrel 
weighing collectively 400 pounds, the carrier was liable for 
only the value of 200 pounds based on the released valuation 
of $5 per hundred pounds, or 5 cents per pound. 


Where goods are damaged the method for determining the 
amount of the loss under the ratio theory is to determine the 
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ratio of the released value to the actual value and apply this 
ratio to the actual damage to the shipment. 

The two views as to the measure of damages for injury to 
a shipment are comprehensively set forth in the case of Cast. 
ner vs. O. W. R. & N. Co., 155 Pac. 167. 

Our conclusion is that, if the question is presented to the 
Supreme Court of the United States, it will hold that where an 
article moving under a rate or rating which carries a released 
valuation is damaged, the basis of recovery is the ratio which 
the actual depreciation in the value of the article bears to the 
released value of the article, arrived at by determining the 
ratio of the released value to the actual value of the article 
and then using this per cent to determine the amount of depre. 
ciation based upon the released value of the article by applying 
this ratio to the actual depreciation in the value of the article. 


Tariff Interpretation—Through Rate Made by Using Arbitrary 
vs. Through Class Rate 


Ohio.—Question: Agent Jones’ Tariff 490, I. C. C. 2455, 
shows through class rates from Central Freight Association 
origins to certain destinations on the Norfolk and Western not 
under suspension in I. & S. Docket No. 3660. The destinations 
take Bluefield grouping rates. 

The same destinations appear in N. & W. Eastbound Guide 
Book 25-B, I. C. C. 8194, and through rates are made by adding 
the arbitraries shown in various notes in the tariff. Among 
these is Note 35, which is carried on page 8, supplement No. 20. 
These notes carry class arbitraries to be added to Norfolk rates, 

To one of the destinations from A, Ohio, the 6th class rate 
in Tariff 490 is 23 cents. To Norfolk, Va., the commodity rate 
on grain preducts is 29 cents, and Note 35 shows a 6th class 
arbitrary from Norfolk of 7 cents, making the through rate 
36 cents, or 13 cents higher than the 6th class rate. 

It is, of course, realized that a commodity rate takes prece- 
dence over a class rate. In this case, there is a combination 
of a commodity rate, plus a class arbitrary, versus a through 
class rate. 

Would it be proper and legal to apply the through class 
rate under the circumstances above set forth? 


Answer: The Commission has held that a rate made by use 
of an arbitrary added to a base rate is a through rate. See 
Wisconsin Lime & Cement Co. vs. A. T. & S. F. Ry. Co., 148 
I. C. C. 599, in which case the Commission held that a local 
rate of the initial lines, plus an arbitrary named in Lowry’s 
tariff, was in effect a joint rate, not subject to the application 
of the combination rule; that this construction of the tariff 
is in harmony with its finding respecting a somewhat similar 
situation in Chicago Coal Merchants’ Association vs. N. Y. C. 
R. BR. Co., 229 ©. 'C. 'C. 202. 


Applying the Commission’s holding that, in the absence of 
an alternative provision for the use of class rates lower than 
commodity rate, a commodity rate takes precedence over a 
class rate to the premise that a rate made by use of an arbi- 
trary added to a base rate is a through rate, it is our opinion 
that the commodity rate, plus the class arbitrary, and not the 
through class rate, is the applicable rate. 


Demurrage—Written vs. Oral Notice of Constructive Placement 


Texas.—Question: My attention has been directed to the 
answer appearing on Page 166 of the Traffic World of July 23rd 
under the caption “Demurrage—Written or Oral Notice of Con- 
structive Placement” and the answer to Indiana on Page 350 
of the Traffic World of August 20th, under the caption “Demur- 
rae—Written vs. Oral Notice of Constructivge Placement.” 

The Commission’s decision in Cynthiana Construction Co. 
vs. L. & N. R. R. Co., 129 I. C. C. 122, specifically holds that 
service of written constructive placement notices cannot be 
waived by either oral or written agreement and that, in the 
absence of written constructive placement notice being served, 
demurrage cannot be collected. In the case cited by Indiana, 
demurrage is not legally due and the claim as filed should be 
paid. 

If you will review the cases cited at the top of Page 124, 
Volume 129, I. C. C. Reports, you will find that the Commis- 
sion has universally so held during recent years. Your atten- 
tion is directed to the fact that the provision regarding an 
agreement in writing for something other than written notice 
applies in connection with arrival notices, not in connection 
with constructive placement notices. 

Answer: In construing the decision of the Commission in 
Cynthiana Construction Co. vs. L. & N. R. R., 129 I. C. C. 122, 
we erred in stating that the decision is authority for the giving 
of oral notice of constructive placement, in the absence of cil- 
cumstances which were present in the case covered by the 
decision of the Commission in Bartlesville Zine Co. vs. Director 
General, 136 I. C. C. 57. The Uniform Demurrage Tariff, at the 
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present time, provides for the entering into of an agreement 
for oral notice of arrival but not as to notice of constructive 
placement. Nevertheless, as the Commission in its decision 
in the last referred to case construes the provisions of Rule 5 
of the tariffs in effect prior to the demurrage code of 1919, 
there is ground for holding that the reference to Rule 4 of 
that section in the 1916 rules (in effect prior to the code of 
1919) could be construed as authorizing by mutual agreement 
notice in some form other than writing, as provided in Rule 4, 
section. 

It is possible that the agreements for oral notice of con- 
structive placement referred to in the questions to which refer- 
ence is made above were entered into prior to the publication of 
demurrage rules based upon the 1919 code, in which event 
the question for determination would be as to whether the 
agreement, good when made, would be binding at the present 
time, notwithstanding the change in the published demurrage 
tariffs. 


Tariff Interpretation—No Minimum Inbound Rate Named to 
Transit Milling Point, Although to Other Adjacent Points 
Taking Same Outbound Reshipping Rates 


Missouri.—Question: On page 354 of the August 20th edi- 
tion of the Traffic World we note under the above caption 
your answer to Kentucky, relative to not applying minimum 
inbound rates on shipments from Owensboro, Ky. 


In this connection we desire to direct your attention to 
Supplement 90, Page 17, Item 1303-L, Agent Speiden’s Tariff No. 
133-F, I. C. C. No. 1147, under the caption “Minimum Through 
Rates,” note 5, which now reads as follows: 


Note 5—In no case shall the combination of rates from origins! 
point of shipment to final destination, made by use of the proportional 
or reshipping rates named herein, be less than the local rates named 
from the river crossings (proper) on which the rate is based. In 
the event a rate so constructed is lower than the local rate named 
herein from the base point, the rate from the base point (river 
crossings) proper, shall be the rate to apply from the initial point 
of shipment. 


On and after September 20, 1932, all the reshipping rates 
reflected in section 2 of Agent Speiden’s 133-F will be subject 
to an inbound minimum rate. 


Answer: In our opinion the revision of Item 1303 of Agent 
Speiden’s Tariff No. 133-F, I, C. C. No. 1147, in Supplement 90, 
effective September 20, 1932, has not had the effect of estab- 
lishing a minimum rate to Owensboro, Ky. Note 5, of Item 
1308-L, which you quote, does not effect this change, as it 
states that the combination of rates from original point of 
shipment to point of final destination, made by use of the 
proportional or reshipping rates named therein, shall not be 
less than the local rates from the river crossings (proper) on 
which the rate is based. The note does not establish a mini- 
mum inbound rate to Owensboro and other Ohio River cross- 
ings, but it does establish a minimum through rate from point 
of origin to final destination. 


Reconsignment of Less-Than-Carload Shipments 


Texas.—Question: A certain carrier has no L, C. L. diver- 
sion privilege published. A is the origin, B the nearest break 
bulk point to substituted destination, C the substituted des- 
tination and D the original destination. A less carload ship- 
ment is billed from A to D. The shipper instructed that the 
shipment while en route be diverted to C. The carrier effected 
diversion at B and assessed combination of locals over B. The 
shipper contends that the diversion should have been made at 
C and through rate to C protected. Please advise who is right. 

Answer: Diversion of a shipment in transit, as distinguished 
from reconsignment at point of destination, after a shipment 
reaches destination, does not take place at the final destina- 
tion of a shipment, but at some point intermediate between 
origin and destination and that point is the base point for de- 
termining the applicable rate. 

Under the interstate commerce act, a carrier may be re- 
quired to comply with shipper’s instructions relative to diver- 
sion or reconsignment only under proper tariff provisions. See 
Strobel Company vs. I. C. R. R. Co., 38 I. C. C. 707, 708; also 
the Commission’s opinion in Kern & Sons vs. C. M. & St. P. Ry. 
Co., 40 I. C. C. 552, 554, in which case the Commission said that 
Carriers subject to the act may not lawfully extend reconsign- 
ment without tariff authority. See also in this connection, Con- 
solidated Rendering Co. vs. B. & M. R. R. Co., 77 I. C. C. 101. 

It seems apparent that, in the absence of a tariff provision 
authorizing the reconsignment of a shipment such as that in 
question, the carriers should assess the local rate from origin 
to diversion Point, plus the local rate from diversion point to 
point of final destination. 

(Continued on page 488) 
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Digest of New Complaints 





No. 25359, Sub. No. 2. Petroleum Refractionating Corporation, Tulsa, 
Okla., vs. Alabama Central et al. 

Rates in violation sections 1 and 3, petroleum products, Bodie, 
Tex., to southeastern territory. Shreveport, La., preferred. Asks 
rates. 

No. 25449, Sub. No. 3. Saint Paul Union Stockyards Co., South St. 
Paul, Minn., vs. Alton et al. 

Alleges violation section 3, live stock, because of reconsigning, 
sorting, consolidation and/or change of ownership privileges at 
Denver, Colo., N. Salt Lake City and Ogden, Utah., and at non- 
market points of Colorado Springs and Pueblo, Colo., and Chey- 
enne, Wyo., and diversion and reconsigning privileges with change 
of ownership at railroad owned and/or operated stock yards in 
Ia., S. D., Minn., Wis. and Ill. Charges that because of said 
privileges live stock has been diverted from complainant’s stock 


yards. Asks cease and desist order and rates, rules and regula- 
tions. 

No. 25474. S. G. & P. Stein Furniture Co., Muscatine, Ia., vs. D. & 
W. et al. 


Rate, in violation sections 1, 2 and 4, furniture, Martinsville, 
Va., to Muscatine, Ia. Asks rate and reparation. 

No, = Massey Hardware Co., Wichita, Kan., vs. C. R. lL & P. 
et al. 

Unreasonable rates and charges, iron bars, Pittsburgh, Pa., to 
Wichita, Kan. Asks reparation. 

No. joo Union Flouring Mill Co., Union, Ore., vs. Union R. R. of 
regon. 

Charges in violation sections 1 and 6, grain, flour and millfeed, 
Union, Ore., to Union Jct., Ore., destined St. Louis, Mo., Seattle, 
Wash., and points in foreign countries to Pacific coast points. 
Asks reparation. 

No. 25477. Carolina Button Corporation, Mt. Airy, N. C., vs. A. & Y. 
et al. 

Unreasonable rates, bone scrap and bone meal, Mt. Airy, N. C., 
to Detroit, Mich. Asks rates and reparation. 

No. 25478. The Carl Graham Paint & Wall Paper Co. et al., Wichita, 
Kan., vs. M. P. et al. 

Unreasonable rates and charges, plate glass, not bent, Crystal 

City and Pestus, Mo., to Wichita, Kan. Ask rates and reparation. 
No. 25479. Brinkman, Wood & Beck, Pittsburgh, Pa., vs. Pennsyl- 
vania. 

Charges in violation sections 1 and 6, calves and lambs, Berne, 
Ind., consigned to Philadelphia, Pa., diverted to Pittsburgh, Pa. 
Asks reparation. 

No. 25480. Carter-Waters Corporation et al., Kansas City, Mo., vs. 
A. FT. & @. F.. Ot Mi. 

Unreasonable rates and charges, crushed asphalt rock, Dough- 
erty, Okla., to Blythedale and Trenton, Mo., and Manhattan, Kan. 
Ask rates and reparation. 

No. 25481. Olds & Whipple, Inc., Hartford, Conn., vs. New Haven. 

Rates in violation section 6, dolomite or dolomitic limestone, 
West Stockbridge and Ashley Falls, Mass., to East Hartford, 
Conn. Asks rates and reparation. 

No. 25482. Thoma Glass, Inc., Fairfield, Ia., vs. St. L.-S. F. et al. 

Unreasonable charges, plate glass, Crystal City, Mo., to Fairfield, 
Ia. Asks rates and reparation. 

No. 25483. Interstate Amiesite Co., Inc., Wilmington, Del., vs. Penn- 
sylvania. 

Unreasonable rate, asphalt, Point Breeze, Philadelphia, Pa., to 
Wilmington, Del. Asks reparation. 

No, 25484. Wisconsin Waste & Wiper Co., Milwaukee, Wis., vs. C. & 
N. W. et al. . 

Charges in violation sections 1, 2, 3, 4 and 6, wiping rags, 
Milwaukee, Wis., to Tulsa, Okla., and Ft. Worth, Tex., as com- 
pared with rates from south Pacific coast points of origin. Asks 
reparation. 

No. 25485. Davis Milling Co., Inc., Norfolk, Va., vs. N. S. 

Rate in violation first three sections, bulk wheat, Wenona, N. C., 
to Norfolk, Va., as compared with rates on wheat in bags. Asks 
rates and reparation. 

No. aL The Liberty Range Works, Nashville, Tenn., vs. N. C. 

Rates in violation sections 1 and 6, furnace cement, Chattanooga, 
Tenn., to Nashville, Tenn., via interstate routes. Asks rate of 
52 cents and reparation. 

No. — Pearl Packing Co., Inc., Madison, Ind., vs. Pennsylvania 
et al. 

Unreasonable rates, fresh meat, Madison, Ind., to New York, 
N. Y., and Philadelphia, Pa. Asks rates and reparation. 

No, 25488. Thomas S. Smith, doing business as Thomas S. Smith 
& Co., Chicago, Ill., vs. A. C. L. et al. 

Unreasonable charges, peppers and potatoes, Ft. Meyers, Fila.., 
to Chicago; Ill. Asks reparation. 

No. we. _— Solvay Process Co., New York, N. Y., vs. D. L. & 

. et al, 

Rates in violation sections 1 and 3, calcium chloride, Solvay, 
N. Y., to Salem, Va. Competitors at Barberton, O., and South 
Charleston, W. Va., preferred. Asks cease and desist order ancé 
reparation. 

No. 25490. Northwestern Retail Coal Dealers’ Association, Inc., Minne- 
apolis, Minn., vs. B. F. & I. F. et al. 

Unreasonable rates, coal, points in Minn. and Wis. to points in 
Minn., Wis., N. D., S. D., Ila. and Neb. Complaint attacks applica- 
tion of a so-called “double increase” on lake cargo coal moving 
the Lake Superior and Lake Michigan docks. Asks rates and 
reparation. 

No. 25491. South Carolina Asparagus Growers’ Association, Williston, 
S. C., vs. Southern et al. 

Rates and charges in violation sections 1 and 3, asparagus and 
other vegetables, producing points in S. C. to eastern points, par- 
ticularly New York and Boston, Mass. Other shippers and: classes 
of traffic preferred. Ask reparation. 

No. 25494. The United Welding Co., Middletown, O., vs. B. & O. et al. 

Rates, in violation sections 1 and 6, skelp iron or steel, between 
Coatesville, Pa., and Middletown, O. Asks rates and reparation. 
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Associated Traffic 


HE eleventh annual convention of the Associated Traffic 

Clubs of America will be held at the Brown Hotel, Louisville, 
Ky., October 19 and 20, with a meeting of the board of directors 
the previous day. The week in which the convention is held 
will be a real “transportation week’ for Louisville, owing to 
the fact that, not only will the traffic clubs gather there, but 
there will be a meeting of the Ohio Valley Shippers’ Advisory 
Board and meetings of the American Association of Freight 
Traffic Officers and the American Association of Past Presidents, 
Traffic and Transportation Clubs. Efforts are being made to 
obtain low railroad fares good for the entire week. 


The traffic club convention will open at ten o’clock with 
an invocation by Rabbi Joseph Rauch. President S. A. Cash, 
of the Louisville Transportation Club, host for the convention, 
will be introduced and there will be an address of welcome by 
Lieutenant Governor A. B. Chandler, of Kentucky, to which 
Executive Vice President H. W. Roe, of the association, will 
make response. After the appointment of a committee to make 
nominations for officers and directors for the next year, and 
announcements by Secretary F. A. Doebber, of the association, 
and H. T. Lively, chairman of the local committee on general 
arrangements, the first formal address of the convention will 
be made by M. H. 
Hunter, professor of 
public finance, Uni- 
versity of Illinois. 
His subject will be, 
“Recent Develop- 
ments in State Regu- 
lation and Taxation 
of Highway Trans- 
port.” This will be 
followed by an ad- 
dress by M. J. Gorm- 
ley, executive vice- 
president of the 
American Railway 
Association, on the 
subject, “A Sum- my 
mary and Criticism 
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Clubs Convention 


Baltimore, his subject being, “The Future of Railway Transpor. 
tation in the United States.” 

Mr. Whitridge is in the investment banking business anq 
is greatly interested in transportation, about which he has 
written and spoken much, He is the author of three studieg jn 
particular, “The Railroads—A New Era for an Old Industry,” 
“The I. C. C. vs. Class I Railroads of the United States,” anq 
“An Appraisal of the Economic Soundness of the Motor Truck,” 

The second address will be by E. A. Jack, general traffic 
manager, Aluminum Company of America, Pittsburgh, on the 
subject, “Some Desirable Changes in the Policy of Regulating 
Railroads in the United States.” 

The ladies are invited to the dinner, after which there will 
be dancing. 

The Second Day 


At the morning session the next day, officers will be elected 
through action on the report of the nominating committee, 
there will be a discussion of individual traffic club problems 
and activities, and discussion of the formal addresses will be 
continued if there was not time to complete it the previous day, 
The session will be followed by a meeting of the board of 
directors. In the afternoon there will be a golf tournament 
at the Audobon 
Country Club and, 
for those who do not 
care to play golf, an 





inspection tour of 
the plant of the 
American Tobacco 


Company, 

Elaborate 
for the 
ment of 


plans 
entertain- 
visiting 
ladies have been 
made. In the after. 
noon of the first day 
there will be a the- 
ater party. On the 
second day there 
will be a trip to 





H. W. Siddall 





of the Various Pro- 
grams of Public 
Policy Relative to 
Highway ‘Transport 
Advanced by Vari- 
ous Interested 
Groups.” 

There will be a 
roll call of member 
clubs and the ad- 
dresses of the morn- 
ing will be discussed 
from the floor. 


Afternoon 


The afternoon 
program will be 
opened with a report by the chairman of the board of directors, 
H. A. Palmer, followed by reports of the committees on educa- 
tion and research, membership, speakers, and finance, of which 
the following, respectively, are chairmen: G. Lloyd Wilson, 
T. L. Darneal, J. H. Butler, and Walter Bockstahler. The report 
of the special committee on a transportation research bureau, 
Prof. L. C. Sorrell, chairman, is expected to be of great 
interest. 

After a proposed amendment to the constitution is disposed 
of there will be addresses by H. W. Siddall, chairman of the 
Western Passenger Association and the Transcontinental Pas- 
senger Association, on the subject, ‘Railroad Policy Relative 
to Passenger Service and Rates—A Consideration of Develop- 
ments, Past and Prospective,” and J. E. Tilford, chairman of 
the Southern Freight Association, on the subject, “Changes in 
the Railroad Freight Rate Structures Under the Impetus of 
Present-Day Competition.” 

These addresses will also be discussed from the floor and 
the report of the nominating committee will be received. 


The Banquet 


In the evening, in the ball room of the hotel, there will be 
a banquet in honor of the association given by the local club. 
The invocation will be by Dr. Charles W. Welch, of the Fourth 
Avenue Presbyterian Church. The toastmaster will be S. S. 
Butler, general traffic manager of the St. Louis-San Francisco 
Railway. The first address will be by Horatio L. Whitridge, cf 





Program 


S. A. Cash E. A. Jack 











“My Old Kentucky 
Home” and St. Jos- 
eph’s Cathedral, at 
Bardstown, with an 
old fashioned Ken- 
tucky luncheon at 
the Talbot Hotel. 

A trip to Mam- 
moth Cave October 
21 has’ been = ar- 
ranged for those 
who care to _ stay 
over for it. 

Following is the 
Louisville Transpor- 
tation Club execu- 
tive committee in 
charge of arrangements for the convention: 

S. A. Cash, president, the Transportation Club of Louisville, 
Inc. 

W. T. Vandenburgh, honorary chairman, committee on gen- 
eral arrangements. 

H. T. Lively, chairman, committee on general arrangements. 

C. A. Bell, chairman, publicity committee. 

F, B. Lincoln, chairman, speakers committee. 

A. S. Kern, chairman, attendance committee. 

W. J. Kinney, chairman, finance committee. 

C. M. Ritchie, chairman, transportation committee. 

W. A. Gates, chairman, hotel reservations and registration. 

H. J. Flynn, chairman, entertainment committee. 

Russell Houston, chairman, golf committee. 

L. F. McFarland, chairman, banquet committee. 

W. J. Ryan, chairman, dance committee, 

H. C. Kelting, chairman, ladies’ committee. 








M. H. Hunter H. T. Lively 


See 
THE TRAFFIC WORLD OF OCT. 22 
For Full Report of 
ASSOCIATED TRAFFIC CLUBS 
CONVENTION at LOUISVILLE 
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From Forest 
“1 to Consumer 


| Illinois Central 


There has been a notable increase in lumber buying. 


Not for many years have conditions been so favorable 
for buying forest products. 


This will mean employment and purchasing power. 


There is a country-wide movement of retail lumbermen 
to replenish their depleted stocks. 


The ILLINOIS CENTRAL SYSTEM—an outstanding 
carrier of forest products which comprised 7.47 of all 
freight carried over our rails in 1931— 


AT YOUR SERVICE 
SERVICE BUREAU for car tracing is unexcelled and 


special attention given reconsignments. 





Ship via 


ILLINOIS CENTRAL SYSTEM 
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Doings of the Traffic Clubs 





Members of all the traffic clubs have been invited to attend 
the dedication of the Travel and Transport Building, Century 
of Progress, at 4:30 P. M., September 21, and the dinner in 
the building immediately after the exercises. The invitations 
were sent through the presidents of the clubs, who are expected 
to sit on the platform, but individual addresses were lacking, 
in many cases, it is stated, and this notice is intended for any 
who do not receive their invitations in the mail. The dedica- 
tory ceremonies are under the auspices of The Traffic Club of 
Chicago, with the Junior Traffic Club and the Woman’s Traffic 
Club of Chicago cooperating. The price of the dinner ticket, 
including admission to the grounds, is $1.50. Reservations must 
be made through the office of The Traffic Club of Chicago by 
September 19. Charles Donnelly, president of the Northern 
Pacific Railway, will make the dedicatory address. 





The Woman’s Traffic Club of Chicago will open its fall 
season with a meeting at the Palmer House September 12. Fred- 
erick White will be the speaker. 





The Washington (D. C.) Transportation Club has announced 
as special guests for its monthly luncheon meeting at the 
Raleigh Hotel, September 15, Captain Robert E. Shannon, U.S. A., 
chief of rail transport branch, office of the Quartermaster Gen- 
eral, War Department, and John L. McGrew, head of public 
relations division, Bureau of Internal Revenue. Each of these 
officials will make a short talk on the relations of their offices 
to the subject of transportation. 





The annual dinner and election of the Transportation Club 
of Des Moines will be held at Younkers’ Tea Room September 
19. The ticket presented by the nominating committee names 
J. F. Dawson, Dairy and Produce Supply Company, as candidate 
for president. E. J. Kelleher, traffic bureau, Des Moines Cham- 
ber of Commerce, is the candidate for secretary-treasurer, and 
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J. C. Batham, general agent, Santa Fe, and R. H. Conrad, com. 
mercial freight agent, Milwaukee, were nominated for vice 
president. 





The Richmond (Va.) Traffic Club resumed activities follow. 
ing the summer recess with an “old fashioned Virginia Bruns. 
wick Stew” August 31. The outing was held at Turkey Island 
on the James River and was well attended. The regular club 
meetings, held the third Monday of each month, will be openeg 
with an address by C. B. Sudborough, general traffic manager, 
Pennsylvania, September 19. 

The Traffic Club of Denver will hold its first fall meeting 
at the Daniels and Fisher Grill September 9. Dinner will be 
served and there will be an address by W. W. Grant, Jr., a 
former member of the State Prison Board, on “The Inner Work. 
ings of the Colorado State Penitentiary.” 





The Portland (Ore.) Industrial Traffic Club will begin its 
winter season with a monthly meeting September 21. Dinner 
will be served. Ex-Governor West is expected to be a guest to 
explain a truck and bus bill on the November ballot sponsored 
by him. A challenge to a golf tournament from the Portland 
Transportation Club has been accepted. 





A dinner and golf tournament will be held at the Union 
League Golf Course September 22 by the Pacific Traffic Asso- 
ciation. 





“On the Road to Prosperity via the San Francisco and Oak- 
land Bay Bridge,” will be the subject of the speaker, H. J. 
Brunnier, at a meeting of the Women’s Traffic Club of San 
Francisco, September 14. 





The Grand Rapids Transportation Club will hold a dinner 
meeting at the Masonic Temple September 15. 





The Women’s Traffic Club of Los Angeles held a meeting 
and party at the Alexandria Hotel August 31. A musical pro- 
gram, including a number of special features, was supplemented 
by a “sugar coated lesson in the complexities of clearing a 
freight shipment through customs” in the form of a comic 





New half million dollar dock 
and terminal completed and 
now in operation. Dock 1400 
feet long. 















Over 20 feet of water through- 
out harbor. Switching con- 
nections with all Rochester 
railroads. Unsurpassed facil- 
ities for handling freight and 
passenger traffic. Large fire- 
proof warehouse. 













For further information 
address the Commission. 
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“Opportunity Awaits You Along the C & O” 





Describe a circle on the map of the United 
States. Set your radius at 500 miles. Touch 
Buffalo—Pimlico Sound—Jacksonville—and 
Kansas City as you swing in the circum- 
ference. 

What have you inside this giant circle? A 
veritable Promised Land. Half the country’s 
population...one quarter of the area...42% 
of the industries...54% of the farms...99% 
of the standing hardwood timber! 

What have you at the center? 
Louisville—gateway to the South! 

American business has long recognized this 
southwestern terminus of the Chesapeake 
and Ohio Railway as a most progressive 
market. And this recognition is well deserved. 


Here are the pertinent facts—and here the 


‘THE 


CHESAPEAKE 2"¢ OHIO 


ROAD THAT SERVICE 





LOUISVILLE 


GATEWAY TO THE SOUTH 





explanation of why this aggressive Kentucky 
city is so important: 

The metropolitan area of Louisville feeds, 
houses, and supports 404,396 people. Half 
of the city’s total population earns more 
than $1,000 a year. The eight hundred 
industrial establishments average a produc- 
tion valued at $364,000,000 yearly. 

Outside the city, but within the giant circle, 
lie both raw materials and markets. Manu- 
facturers in the North move millions of 
dollars in products through this great gate to 
Dixie. Southern planters ship priceless crops 
to market ‘“‘via Louisville.”’ It is no wonder, 
therefore, that Louisville continues to expand 
in importance to the commercial world. 
Straight to the Atlantic seaboard, run the 
tracks of the C & O. Over them, ceaselessly, 
east and west, moves much of Louisville’s 
commerce. The C & O is proud, indeed, of 


the mutual dependence which links it ever 


closer to ‘‘the Gateway to the South.”’ 


BUILT’’ 









PAGE 486 










HOUSTON 


is NOW 3d 


Export Port 
in the U. S. 


This phenomenal achievement may not in- 
terest you, but the reason WHY it has 
happened is of interest to every traffic man 
whose goods must travel by boat to or from 
the middle west. 


Houston’s activity in the face of stagnation 
at other ports the country over means that 
hundreds of businesses hard-pressed to make 
ends meet have discovered in Houston the 
way to real transportation economy. 


This is due to 2 things: 


Jst 
Id 


HOUSTON’S favorable location, which 
is days and dollars nearer the middle 
west U. S. 


Houston’s sensible port charges, which 
have been fixed with the idea of attract- 
ing business here rather than what the 
traffic will bear. 


Add to this—modern facilities (all installed within 
the last few years) able to handle any type of com- 
modity, quickly, safely, conveniently and cheaply 
and you have the story of why Houston has been 
able to forget the depression and continue her record- 


breaking climb to national supremacy. 


Maybe YOU Haven’t Discovered What Houston Can 
Do for You. Then Write for the Houston Port 
Book and Port Register. There Is Much 
Important Information for You 

in Them. 
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skit, “Two Dumbells and Their Baggage from Salvadore,” writ. 
ten by Julia Turechek, of the Grace Line. Carrie Hellyer, 
Lyon Van and Storage Company; Emma Kentz, Santa Fe; 
Katherine Plympton, Safeway Stores, Inc., and Mollie Southern, 
Utility Trailer Manufacturing Company, participated. 





The Transportation Club of St. Paul was invited to join 
with the St. Paul Rotary Club in a luncheon of the latter at 
the Saint Paul Hotel September 6. F. G. Dorety, vice president 
and general counsel, Great Northern, spoke on “St. Paul’s 
Transportation Problem.” 





A tour to the Cimco Farm, of the C. & I. M., at Havana, 
Ill., will be made by the Transportation Club of Springfield 
September 13. There will be a program in the afternoon, at 
which F. L. Shrader, assistant to senior vice president, C. & 
I. M., and T. L. Jones, agricultural agent, will be the speakers, 
A barbecue dinner will be served at the farm. 





The Traffic and Transportation Association of Pittsburgh 
held its first meeting under its newly elected president, George 
E. Greer, Union Pacific, September 9. There was a program 
of entertainment. 





Following a vacation of three months the Metropolitan 
Traffic Association of New York began its fall and winter activ- 
ities with a meeting September 8. 





The program for the annual outing of the Traffic Club of 
Newark at the Watchung Valley Country Club September 22 in. 
cludes a baseball game with the Traffic Club of New York, golf, 
driving and putting contests, numerous field events, boxing 
matches and other entertainment. Luncheon and dinner will be 
served. 





The Omaha Traffic Club will hold a golf outing at the Lake. 
wood Country Club September 22. 





The Transportation Club of Louisville will hold a “smoker” 
and meeting at the Seelbach Hotel September 27. A speaker 
will discuss a transportation subject of national interest, ac- 
cording to the announcement, and H. T. Lively will give a com- 
plete outline of proposed activities for “Greater Transportation 
Week” in which meetings of the Associated Traffic Clubs of 
America, the Ohio Valley Shippers’ Advisory Board, The Amer- 
ican Association of Past Presidents, Traffic and Transportation 
Clubs, and the American Association of Freight Traffic Officers 
will be held in Louisville. 





The Traffic Club of Wichita will give a picnic and golf 
outing September 15. There will be food and a variety of 
entertainment. 





Personal Notes 





Morris A. Zook, a former president of the Montana, Wyoming 
and Southern Railroad, and an engineer for the Commission from 
1914 to 1921, died in a sanitarium at Mount Vernon, N. Y., 
September 3. His home was in Plainfield, N. J. 


John T. Bowe, general freight and passenger agent, Burling- 
ton-Rock Island, at Houston, Tex., died Tuesday night, September 
6. He was buried at Evansville, Ind., September 9. 


Earle C. Wight, assistant general freight agent, B. & O., at 
Baltimore, a former newspaper man, civil engineer, and lawyer, 
died September 3. He was forty-nine years old. 

Arthur G. Wells, vice-president in charge of operations, 
Santa Fe, died at the Presbyterian Hospital in Chicago Septem- 
ber 3. His death was the result of pneumonia following a major 
operation. He was seventy years old and had been in continuous 
service with the Santa Fe since 1893 and previously had worked 
for the same company from 1881 to 1886. His headquarters 
had been in Chicago since 1920. 

Harry L. Miller, traffic manager for the last fifteen years 
of Saco-Lowell Shops, manufacturers of cotton mill machinery, 
with executive offices in Boston, has severed his connection with 
that firm and taken up the practice of law. He will be asso- 
ciated with Joseph A. Hines, of Boston. 

J. C. Whiteford has been elected vice-president in charge 
of traffic, Philadelphia and Norfolk Steamship Company, with 
headquarters at Philadelphia. The position of assistant to the 
president, held by Mr. Whiteford, has been abolished. Edward 
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THE 


PORT 
ALBANY 
Newest Inland 
North Atlantic Seaport 


Within 250 miles there reside :— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 
States. 





Harbor—30 ft. deep with 1,000 ft. turning basin; 


143 miles from sea. 


Channel—27 ft. deep; in unobstructed tidal river. 
Docks—4,400 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area—pavement, water, sewers, power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 
74 Chapel Street, Albany, N. Y. 


H. Jackson has been appointed general freight agent, with head. 
quarters at Philadelphia. The position of assistant genera] 
freight agent previously held by him has been abolished. 

E. P. Costello, traffic commissioner of the Merchants Ex. 
change of St. Louis for the last five years, has resigned, effec. 
tive October 1, to take a position as traffic director of the Acme 
Evans Milling Company, Indianapolis, Ind. His successor has not 
been named. 


QUESTIONS AND ANSWERS 
(Continued from page 481) 


Liability of Carrier by Water for Goods Improperly Packed 


New York.—Question: A shipment we made moved by in. 
tercoastal water carrier from an Atlantic to a Pacific port. 
The shipment was packed in accordance with the Consolidated 
Freight Classification. Prior shipments of the same commodity, 
packed identically and moving via the same carrier and route, 
were delivered to the consignee without breakage. Like ship- 
ments are moved by rail with a minimum of damage. The 
carriers contend that the following clause in their bill of lading 
exempts them from claims. 

The clause in part reads as follows: 


Carriers shall not be liable as carrier or otherwise for loss or 
damage occasioned by breakage, or for any loss or damage arising 
from the nature of the goods or the insufficiency of the package. 


They have knowledge of the breakage and admit that the 
shipment was delivered in a damaged condition, but will not 
admit liability. 

Answer: One of the exceptions to the carriers’ common law 
liability arises in cases where the injuries are due to the im- 
proper packing of the goods by the shipper. Many decisions 
apparently hold without qualification that the full duty of the 
carrier is merely to carry goods in the condition in which they 
are offered, and that where goods tendered are insufficiently 
packed, the carrier is not liable for loss or injury due to such 
defect, whether the defect in the packing is latent or not. 
Revilla Fish Products Co. vs. American Hawaiian S. S. Co. 
(Wash.), 137 Pac. 337. : 

However, the foregoing view has not met with universal 
approval, and a number of decisions hold that the carrier, 
being entitled to reject defectively packed goods tendered for 
shipment, if it accepts for transportation goods which it knows 
are defectively packed, or which by the exercise of reasonable 
care it could have observed were defectively packed, it assumes 
to carry the goods as they are, its common law liability as 
carrier attaches, and it is subject to all the liabilities usually 
attaching to an ordinary shipment of the same _ character. 
Mitchell vs. No. Pac. S. S. Co., 213 Pac. 293. But even where 
this view prevails, it cannot be said that a carrier must, at 
his peril, know that the goods are not in fact safely packed. 
The shipper usually knows better than the carrier the manner 
in which the goods have been packed and the manner in which 
they should be packed, and even though the carrier must have 
knowledge of some defect in the packing, still, if it is not 
apparent to the ordinary observation of the carrier or his 
servants that the goods cannot be safely carried in the condi- 
tion in which they are presented, the carrier should not be 
held to take the change of injury from improper packing. North- 
western Marble, etc., Co. vs. Williams (Minn.), 151 N. W. 419. 

Whether or not the shipment in question was or was not 
improperly packed is a question of fact, upon the determination 
of which the carrier’s liability may rest. 

That portion of the clause quoted in your letter to the 
effect that the carrier will not be liable for loss or damage 
resulting from insufficiency of packing is merely declaratory of 
the law, so far as latent defects in the packing of shipments 
are concerned, under decisions of the courts which hold the 
carrier liable for the defective condition of the packing of the 
shipments, where patent. 


Liability of Shipper for Charges on Insured Shipment 


Massachusetts.—Question: Some time ago we had a ship- 
ment which was a total loss, as the result of a collision at 
sea. This shipment was insured by us and we accordingly 
filed claim with the Insurance Company and were reimbursed 
for the loss of the shipment. 

This shipment went forward on a prepaid basis, but we were 
not rendered a freight bill by the carrier at that time. We 
now are in receipt of a freight bill, some three months later, 
covering this shipment which we have refused to pay, as it 
is our contention that the carrier has no right to assess US 
a charge for a service not rendered. They, however, contend 
that inasmuch as merchandise was sold on a basis of freight 
prepaid to destination, that the reimbursement by the insul- 
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EXPRESS PASSENGER AND FREIGHT STEAMERS 


between 
PHILADELPHIA e NEW YORK e LOS ANGELES e SAN FRANCISCO e OAKLAND e ALAMEDA 


COMING! 
UPER EXPRESS LINERS 


NEXT SAILINGS 


WESTBOUND 


FROM PHILADELPHIA 


Santa Ana — Sept. 14 
Santa Elisa — Sept. 28 
Santa Teresa — Oct. 12 


FROM NEW YORK 


Santa Ana — Sept. 16 
Santa Elisa — Sept. 30 
Santa Teresa — Oct. 14 


FOUR NEW S 


HAMBURG, N. Y. 





NEW YORK, 10 HANOVER SQ. 


How the Railway Express 


Lot Shipment Plan can 


save you lime and money 


@ Whenever you have a shipment 
of several pieces going to the same 
consignee, you can send it as a 
“Lot Shipment’? by Railway Ex- 
press. This plan allows you to 
bulk the weight of the individual 
pieces and effect a saving in cost 


over the ‘‘per package”’ rate. And 


it reduces the shipping problem to 
a single transaction, with a single 
set of records. 

“Lot Shipments,’’ like all other 
classes of Railway Express trans- 
portation service, provide the fast, 
dependable delivery of goods on 


order which is absolutely essential 


CHICAGO, 230 NO. MICHIGAN AVE. 


NEXT SAILINGS 


EASTBOUND 


FROM OAKLAND — ALAMEDA 


Santa Teresa — Sept. 12 
Santa Cecilia — Sept. 26 


FROM SAN FRANCISCO 


Santa Teresa — Sept. 14 
Santa Cecilia — Sept. 28 


FROM LOS ANGELES 


Santa Teresa — Sept. 16 
Santa Cecilia — Sept. 30 


SAN FRANCISCO, 2 PINE ST. 


LOS ANGELES, 548 SO. SPRING ST. 


OAKLAND, HOWARD TERMINAL 
ALAMEDA, ENCINAL TERMINAL 








to business progress today. Taking 


full advantage of Railway Express 
facilities is one of the soundest 


methods of speeding up turnover. 


RAILWAY EXPRESS AGENCY, Ine. 
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NEW YORK TO OR FROM 


3 NEW ELECTRIC LINERS 


ALL 33,000 TONS IN SIZE 


S.S. CALIFORNIA S.S. VIRGINIA: 
S.S. PENNSYLVANIA 


Itinerary: New York-Havana- Panama Canal-Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. 
Regular fortnightly sailings. 18 Days Coast-to-Coast in 
either direction. Thoroughly modern freight facilities 
and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 
automobiles uncrated as baggage. 


Proposed Sailing Dates 
Westbound Eastbound 
from New York SromSanFrancisco—*Los Angeles 


Pennsylvania Sept. 17; Oct. 29 Virginia . . Sept. 24; Nov. 5 
California .. Oct. 1; Nov. 12 Pennsylvania Oct. 8; Nov. 19 
Virginia . . Oct.15; Nov. 26 California . . Oct.22;Dec. 3 


and fortnightly thereafter 
“from Los Angeles 2nd day following 


fonama facifie line 


° ALL NEW STEAMERS + 
INTERNATIONAL MERCANTILE MARINE COMPANY 
Pier 61 North River, New York City 1 Broadway, New York City 
(West 23rd St.) Tel. CHelsea 3-6760 Tel. Digby 4-5800 
Boston, 84 State Street 


Chicago, 180 North Michigan Ave. 
Philadelphia, 1616 Walnut Street Baltimore, Baltimore Trust Bldg. 
Los Angeles, 548 8. Spring St. 


San Francisco, 687 Market 8t. 
Cleveland, 616 E. Superior Ave. San Diego, 1030 Fourth 8t. 


for Time 


In present day business, time is the 

vital factor. Getting your goods to 

the buyer as speedily as possible builds 

‘business for you. American Mail Line 

President Liners travel the short, fast 
route to and from the Orient. Sched- 
ules are regular and dependable, person- 
nel is alert and competent. Route your 
cargoes via American Mail Line for 
speed and safety. 


In addition, a fleet of fast cargo liners 
makes frequent sailings to Japan, China 
and the Philippines. 

For full information, apply|desk No. 6 


en MOCO COTO eeeee New York 
1714 Dime Bank Bldg Detroit 
110 S. Dearborn St Chicago 
Union Trust Bldg. Arcade Cleveland 


General Freight Office 
740 Stuart Building Seattle 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 
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ance company to us of the invoice value of the merchandise 
is sufficient reason for us to pay this bill. 

We do not feel that the carrier should enter into this at 
all, as the settlement of a claim between our insurance com. 
pany and ourselves is our private business, and our insurance 
policy does not specify anything about freight but covers ys 
for invoice value. 

We further contend that if freight is to be collected on a 
shipment which went forward on a prepaid basis that it like. 
wise should be collected if it is forwarded on a collect basis, 
Your comments on the above case would be appreciated. 


Answer: With respect to this question, see Dorff vs. Taya, 
185 N. Y. S. 174. In this case it was held that in an action 
against a carrier for prepaid freight, on the carrier’s failure 
to deliver because of destruction of the goods, that the shipper 
had received insurance for loss of the goods, and had assigned 
claims against the carrier to the insurer, was no defense, where 
the insurer had assigned the claim to the plaintiff. In the 
course of its decision the court said: 


The defense further alleges an insurance of the goods, together 
with the prepaid freight; that after the loss of the ship the insurance 
company fully indemnified the holder of the bill of lading, and paid to 
the said holder all losses sustained, and an assignment to the in- 
surance company of any and all rights and claims which he might 
have against these defendants. 

In so far as the defense sets up the insurance and assignment 
to the insurance company, it is insufficient, as the complaint alleges 
such assignment and an assignment by the insurance company to 
plaintiff; that there has been a mesne assignment of a cause of 
action is not a defense, if the complaint alleges an assignment by the 
mesne assignee to the plaintiff prior to the commencement of the 
action. 

See, also, in this connection, the following decisions which 
hold in effect that by the American law, freight is due only 
if the goods are carried to destination and, even if prepaid, may 
be recovered back on the failure to make delivery, unless 
expressly otherwise provided in the contract. See Burn Line 
vs. U. S. & A. S. S. Co., 162 Fed. 298, certiorari denied, 212 
U. S. 580; 29 S. Ct. Rep. 689; The Pehr Ugland, 271 Fed. 340; 
The Cataluna, 262 Fed. 212; Norton-Crossing Co. vs. Martin, 


81 Sou. 71. 


TWENTY PER CENT WAGE CUT 


At a meeting of the three committees representing eastern, 
western, and southern lines (see Traffic World, September 3, 
p. 426) appointed to give consideration to railroad wages in 
the period following February 1, 1933, at which time the agree- 
ment between employes and management reached at Chicago 
early this year, providing for a ten per cent cut in pay, ends, 
it was decided to recommend to the individual lines that no- 
tices be served on all employes of intention to reduce all basic 
rates of pay 20 per cent, at the termination of the present 
agreement. The meeting was held in Chicago September 8 and 
9, and was presided over by W. F. Thiehoff, general manager, 
Cc. B. & Q., who was selected as chairman of the committee. 
The contemplated reduction applies to the rates of pay in effect 
prior to the 10 per cent cut of last February, so that, if made, 
it will mean a reduction of approximately 10 per cent under 
the existing rates. Annual savings to the railroads under a 
twenty per cent reduction, on the basis of present employment, 
would amount to an estimated sum of $350,000,000 to $375,000,000. 

In the event that the employes decline to accept the pro- 
posed reduction, machinery provided by the railway labor act 
would be brought into play. That calls for arbitration before a 
committee appointed by the Railway Mediation Board. In the 
event either side refuses to arbitrate, the President is empow- 
ered to appoint a fact-finding committee. Considerable time 
must pass before any final settlement of issues that would be 
created by a refusal of the employe organizations to agree to 
the reductions. It is hoped by railroad management to be able 
to dispose of all such matters prior to termination of the exist: 
ing wage agreement. 





DOCKET OF THE COMMISSION 


September 12—Washington, D. C.—Examiner Weems: 
25206—Growers’ & Shippers’ League of Florida et al. vs. A. C. L. 
R. R. et al. 
September 12—Argument at Washington, D. C.: - 
Finance No. 9032—Marianna & Blountstown R. R. proposed acquls!- 
tion and construction. 
September 12—Chicago, Ill.—Examiner Disque: 
|. & S. 3775—Transit weights on hay in C. F. A. territory. 
September 12—Jackson, Tenn.—Examiner Konigsberg: 
< sey eed Wholesale Grocery Co. et al. vs. A. C. L. 
> - @t al. 
25388—Martins-Currie Paper Co., Inc., vs. L. & N. R. R. et al. 
September 12—New York, N. Y.—Examiner Coyle: 
1. & S. 3779—Clay or kaolin from southern points to Canada. 
September 12—Wilson, N. C.—Examiner Archer: 
24881—Carolina Shippers’ Assn., Inc., et al. vs. Nfk. Sou. R. R. et al. 
—— Shippers’ Association, Inc., et al. vs. A. C. L. RB. R. 
et al. 
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Distribution—Storage— 
Forwarding of 
General Merchandise 


S. N. LONG WAREHOUSE 


SAINT LOUIS, MISSOURI 


SAVE TIME 
and MONEY 


Ship Via 
© — ThePort of- 
ALVESTON 


AMERICA’S PORT OF 
QUICKEST DISPATCH 


GALVESTON WHARF COMPANY 

















Southern Steamship Company 


(Pioneer Steamship Line to Houston) 
OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS»: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston ...... Mondays and Thursdays 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 






WHAT TO EXPECT . . . when 
you route via “NORTH WESTERN’. 


Over 10,000 Miles of 
Perfectly Equipped 
ailway in 
Illinois, Wisconsin, 
Michigan, Minnesota, 
Iowa, Nebraska, 
So. Dakota, No. Dakota 





An alert and efficient freight per- 
sonnel that has back of it up-to- 
date equipment and all the modern 
facilities for rendering a fast, de- 
pendable shipping service ...a 
combination that is ideally suited 










Wyoming ‘ : 
to the exacting requirements of 
(=z FRN present day business. 
qari WES! For full information ask any 


C.& N. W. Ry. Representative 


CHICAGO & NorTH WESTERN RY. 
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CALMAR LINE 


INTERCOASTAL SERVICE 









SAILS ARRIVES 
STEAMER . Phila- lies ties Seattle 
‘0, | Baltimore delphia | Angeles [Francisco Oakland | Portland -—. 
PORTMAR | 9 | SAILED j| SAILED |Sept. 1/Sept. 5j/Sept. 7/Sept. . Seat. 14 
° t. § 


A 9 
YORKMAR | 17 
VERMAR 9 


TEXMAR 17 


241Oct. 26)/Oct. 30])Nov. 2 
- 14{Nov. 16] Nov. 20] Nov. 23 
‘ " 51Dec. 7) Dec. 11] Dec. 14 
Nov. 26 Nov. 30/Dec. 22/Dec. 26/Dec. 28) Jan. Ij/Jan. 4 


Subject to change and/or cancellation without notice, as regards 
Steamers, arrival and departure dates, and to Company’s right 
to omit scheduled ports and/or add other ports. 


ROUTE YOUR INTERCOASTAL SHIPMENTS VIA 


CALMAR LINE 


AND INSURE SATISFACTION 
Calmar Steamship Corporation 


For Information regarding rates, etc., apply to nearest office: 
moons & McoCORMACK CO., INC., SWAYNE & = ta LTD., 


a Los Angeles, 410 quae tt Com- 
alain Md., 15 8. Gay St. merce , 
aa ‘ll., 140 S. Dearborn St. Oakland, ist and Market Sts. 
Portland, Ore., 917 Board of Trade Bidg. 


2 Mich., 2001-2 industrial Bk. Bidg. 
— ‘Pa., Bourse Bidg. 

sburgh, gs “Oliver Bidg. 
New York, N. Y., 5 Broadway 


Francisco, Cal., 215 Market Street, 
Matson Bidg. 
Seattle, Wash., 1519 Railroad Ave., South 


Regular Piers 
Pacific Coast 


les—230-B vermont Island 


Atlantic Coast 


Los 
Gctinsre—Pier 7, Pet Gntegen, wer «= 
ern Md. Ry. 


Gakland—Howard 
2 i ~~ Terminal 


ay 
Philadeiphia—Pler 27-N, Reading Co. Seattle Atiantle Dock *serminal 


TRAFFIC MANAGERS 
T. J. McLAUGHLIN Traffic 


TRAFFIC COUNSELOR 
Interstate Commerce and State Commission Cases and 
Commerce 


Departmental Service 
713 Mills Bldg. S *.13 
pecialists 


WASHINGTON, D. C. 
HENRY J. SAUNDERS 


CONSULTING ENGINEER 
Cost and Statistical Analyses—Matters Relating 
tes—Censo tie 


Experts te Ra lidatiens and Valuatiens 
643 TRANSPORTATION BLDG. 


WASHINGTON, D. C. 


ATTORNEYS AT LAW 


Valuation 









bag HARRY C. AMES 
INTERSTATE agg ecg ymin 


oe Entree “Stmmirc Gonmnanon 
COMMISSION NP Bids. Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel 
and Attorney 
Philcade Building, Tulsa, Oklahoma 
Oklahema City Office, Petroleum Bldg. 
Washington Office, Southern Bldg. 
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September 12—Washington, D. C.—Examiner Bradford: 
Finance No. 3774—Excess income of Jackson & Eastern Ry. 


September 13—Chicago, Ill—Examiner Disque: 
25293 (and Sub. 1)—John B. Busch Brewing Co. et al. vs. C. R. I. 
& P. Ry. et al. 
25292—Shelbina Milling Co. et al. vs. C. B. & Q. R. R. et al. 
September 13—Memphis, Tenn.—Examiner Konigsberg: 
1. & S. 3732—Estimated weights on strawberries via express. 


Sqgtemaer 13—Washington, D. C.—Examiner Boat: 
ourth Section Appitcation No. 14668, filed by S. P. Co. (S. P. S. S. 
Lines ‘“‘Morgan Line’’). 
Fourth Section Application No. 14671—Filed by Mallory S. S. Co. 
September 13—Raleigh, N. C.—Examiner Archer: 
25245—Hiddenite Granite Corp. vs. Yadkin R. R. et al. 


September 14—New York, N. Y.—Examiner Coyle: 
1. & S. 37683—Newsprint paper—D. & H. R. R. points to New York. 


September 14—Washington, D. C.—Examiner Conway: 
Finance No. 3633—Excess income of B. & L. E. R. R. 
Finance No. 3966—Excess income of Union R. R. (Pittsburgh, Pa.). 
Finance No. 3719—Excess income of E. J. & E. Ry. 


Sagawer 14—Washington, D. C.—Examiner Shinn: 
ourth Section Application Nos. 14762 and 14788—Bituminous coal 
W. Va.—Coke, from Fairmont, 


from Pa. and coke breeze, etc., 


Va. 


September 15—Chicago, Ill.—Examiner Disque: 
25397—-Mid-West Forging Co. vs. Alton R. R. et al. 


September 15—Atlanta, Ga.—Examiner Archer: 
Fourth Section Application No. 14713—filed by J. A. Streyer and 
J. E. Tilford, Agents. 


September 15—New York, N. Y.—Examiner Coyle: 
22892, Sub. 2—A. E. Meyer & Co. et al. vs. A. C. L. R. R. et al. 
22781 (and Subs. 1 to 3, incl.; 5, 6, 8, 9, 11, 12, 18, 14, 16 to 29, incl.; 
31 to 34, incl.). 
22892—-V. A. Stewart & Co. et al. vs. A. C. L. R. R. et al. (further 
hearing, for purpose of presenting testimony as to payment of 
freight charges). 


September 15—Washington, D. C.—Examiner Weems: 
25251—American Seed Trade Assn. vs. A. & R. R. R. et al. 
September 16—New York, N. Y.—Examiner Coyle: 
25280 (and Sub. 1)—A. Gross Co. vs. L. V. R. R. et al. 
25377—Battle Creek Food Co. vs. M. C. R. R. (N. Y. C. R. R. Co., 
lessee) et al. 


September 16—Chicago, IIl—Examiner Disque: 
25332—-Manufacturers’ Assn. of Chicago Heights vs. A. T. & S. F. 
mye. O al. 

September 16—Washington, D. C.—Examiner Boat: 


Fourth Section Applications Nos. 14763 and 14818—Coal from inner 
and outer crescent and Appalachian districts. 
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WAREHOUSES 


Close to ‘‘Loop.’’ Office and warehouse space for 
lease. Merchandise storage. Pool cars distributed. 
Tunnel, water, rail and truck facilities at door. 


519 W. ROOSEVELT ROAD CHICAGO 


RICHMOND. VA. 


Storers, Distributors and Forwarders 
of General Merchandise 


175,000 Square Feet Floor Space 
Sprinkled Buildings 
Southern R. R. Siding 20c Ins. Rate 


Virginia Bonded Warehouse Corp. 
1709 East Cary Street 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 
All in One Book! 












Rates and Routing 
Send for Sample Sheets 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 
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September 16—Oklahoma City, Okla.—Examiner McGrath: 

1. & S. 3761—Routing grain and grain products via C. R. I. & P, Ry 
September 17—Jackson, Miss.—Examiner Konigsberg: 

141—Decatur Gas & Oil Co. et al. vs. C. R. I. & P. Ry. et al. 

September 17—New York, N. Y.—Examiner Coyle: 

25363—-S. Smith Coal Co. vs. Erie R. R. et al. 
September 17—Chicago, I1l.—Examiner Disque: 

1. & S. 3789—Unbilled Coal via C. M. St. P. & P. R. R. 
September 19—Washington, D. C.—Before Division 6: 

Ex Parte 106—Six-hour day investigation. In re effect upon opera. 
tion, service and expenses of applying the principle of a six-hour 
day in the employment of railway employes (further hearing), 

September 19—Chicago, Ill_Examiner Disque: 

25277—Edward Hines Western Pine Co. vs. B. F. & I. F. Ry. et al, 
September 19—Mobile, Ala.—Examiner Konigsberg: 

1. & S. 3756—Naval stores from southeast to W. T. L. points. 
September 19—Washington, D. C.—Examiner Brinkley: 

Finance No. 3689—Excess income of Dayton-Goose Creek Ry. 
September 19—Washington, D. C.—Examiner Weems: 

25309—A. C. L. R. R. vs. Cape Fear Rys., Inc. 
September 19—Wichita, Kan.—Examiner McGrath: 

24828—Red Star Milling Co. vs. A. T. & N. R. R. Corp. et al. 

25050—Red Star Milling Co. vs. A. T. & S. F. Ry. et al. 
September 19—New York, N. Y.—Examiner Coyle: 

25396—T. R. Goodlatte & Sons, Inc., vs. C. R. R. of N. J. et al. 
September 19—Washington, D. C.—Examiner Williams: 

25340—Hansen Packing Co. vs. B. & O. R. R. et al. 
September 20—New York, N. Y.—Examiner Coyle: 

25329 _ Sub. 1)—Atmospheric Nitrogen Corn. vs. N. & W. Ry. 
et al. 

25427—Peerless-Union Explosives Corporation vs. B. & O. R. R. et al, 

September 20—Wichita, Kans.—Examiner McGrath: 

l. & S. 3781—Combination rule, horses and mules. 

September 20—Minneapolis, Minn.—Examiner Disque: 

Fourth Section Applications Nos. 834 et al. (hearing or further 
hearing, as case may be). 

25233 (and Sub. 1 to 3, incl.)—Montana-Dakota Power Co. vs. C. & 
N. W. Ry. et al. 

September 20 to 24, inclusive—26 to 30, inclusive—Chicago, III.—Di- 
rector Bartel: ; 

Ex Parte 104, part Il—Terminal services 

September 21—Washington, D. C.—Examiner Williams: 
1. & S. 3783—Fullers earth on A. & St. A. B. Ry. 
September 21—New Orleans, La.—Examiner Konigsberg: 
1. & S. 3749—Barge-rail sugar to southwest stored at ports. 


September 21—Minneapolis, Minn.—Examiner Disque: ; 
— Potato Exchange, Inc., et al. vs. A. & S. Ry. & | 
et al. 


September 21—New York, N. Y.—Examiner Coyle: 
25261—-Superior Zinc Corp. vs. Pa. R. R. et al. 
25285—Federated Metals Corp. et al. vs. Pa. R. R. 
25291—-Federated Metals Corp. vs. Pa. R. R. et al. 


September 21—Daytona Beach, Fla.—Examiner Archer: 
1. & S. 3705—Fresh vegetables to, from and between the south. 
25071—-Growers’ & Shippers’ League of Florida vs. A. & R. R. R. 
et al. (adjourned hearing). 


September 21—Hutchinson, Kan.—Examiner McGrath: 
25287—-Grovier-Starr Produce Co. vs. Ry. Express Agency, Inc. 


September 21—Washington, D. C.—Examiner Kephart: 
Valuation No. 1082—Pullman Company. 
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Speeding Up Progress for | 
Traffic Managers | 


Big business institutions are on the lookout for men who can : 
save them money. LaSalle training in Traffic Management 
equips a man to demonstrate unusual savings—and as a 
result to advance rapidly in his profession. C. E. Veth, 4 
Traffic Manager of the Smith Agricultural Chemical Com- 
pany, Cleveland, Ohio, saved his firm $10,600 in overcharges 
through his newly organized traffic department. ‘‘My sub- 
sequent salary-increase of 200 per cent,’’ writes Mr. Veth, 
‘is due in large measure to the study and application of 
your training.’’ Whether you have been in traffic work for 
many — or are just entering this profitable field, you need 
LaSalle’s 64-page booklet, “Opportunities in Traffic Manage- 
ment.” Send forit today. It’s FREE. Address Dept. 995-T 


LaSalle Extension University, Chicago, Ill. 






























